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ADMINISTRATION’S WATER POLICY 


A letter (printed elsewhere) from W. H. Chan- 
dler of Boston to Senator Fletcher of Florida, who 
recently inquired of Director-General Hines con- 
cerning the policy of the Railroad Administration 
toward water carriers, is meant to convey to the 
Senator the point of view of users of rail-and-water 
differential rates and routes. It practically accuses 
the Railroad Administration of a policy designed 
to eliminate the water carriers. Whether that is 
the policy or not, or, if it is, whether it is malicious 
and intended or not, a perusal of Mr. Chandler’s 
letter, written in his best style, is convincing, at 
least, that the Administration is hardly carrying 
out its avowed intention of co-ordinating rail and 
water service. 


We have been skeptical of the announced policy 
from the first. We did not know just what ought 
to be done or just what could be done. We did not 
believe Mr. Hines or anybody else knew, either, 
though one might have his ideas. We thought a 
survey should be made to determine just what the 
needs of commerce were that could be taken care 
of by development of our waterways and the busi- 
ness of water transportation. No such survey was 
made. What little has been done by the Railroad 
Administration has been in accordance with no 
well-defined policy. Talk of what was to be done 
has been simply talk. Is it to develop that the talk 
has been worse than idle, and that there has been 
an attempt to deceive? Anyhow, it is expecting a 
good deal to ask anyone to believe that the railroad 
men now at the head of the government adminis- 
tration of railroads about to be returned to private 
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control will be very enthusiastic about maintain- 
ing water service. 


THE WARFIELD PLAN 

It would perhaps be difficult and is not necessary 
that, at this time, one who is seeking a solution of 
the railroad problem should have his mind abso- 
lutely made up as to what plan he favors; but, with 
Congress about to go into session and the railroad 
problem one of the matters forward for immediate 
consideration, it will be necessary soon for those 
who expect to accomplish anything in the way of 
legislation to get their minds cleared and their ideas 
into concrete form. 

We take it that practically everybody whose 
opinion is worth while is against government owner- 
ship or continued government operation any longer 
than is necessary to enact the proper legislation 
that should accompany the return of the roads to 
their owners. In other words, the principle of com- 
petition and individual initiative as against pa- 
ternalism has won. ‘That is an important step— 
perhaps the most important of all that are neces- 
sary—but there is a mass of suggestions and plans 
offered as to how this private control shall operate. 

We are unqualifiedly against the specific guar- 
antee—a feature of the plans being advocated by 
both Director-General Hines and Senator Cummins. 
We realize that the principal problem to be solved 
in framing a new scheme of regulation is that of 
adequacy of revenue, but we are sure there is a 
better way to reach the desired result than by this 
socialistic plan of guarantee, which is only a shade 
better than government ownership and which would 
result in throwing the roads into politics and in 
the diminution of individual effort and initiative— 
the two things it is most desirable to avoid. We 
think much better of the plan proposed by the rail- 
way executives, though their proposal that there 
be a Secretary of Transportation we think unneces- 
sary and also likely to result in too much politics. 
They aim, however, at curing the ill of inadequate 
revenue, and at curing it without guaranteeing a 
specific percentage return to every carrier. 

There is much more to be hoped for from the so- 
called Warfield plan, proposed by S. Davies War- 
field, as president of the National Association of 
Owners of Railroad Securities. We are not en- 
dorsing that plan, for there are features of it we 
do not like, but we say it is worth study. It is a 
fact that now, in spite of all that has been spoken 
and written of this plan, it is not well understood. 
It is popularly supposed to be and spoken of as a 
guarantee plan. It is not so. All it would guaran- 
tee would be that rates should be so fixed that in a 
given region or territory there would be sufficient 
revenue to equal 6 per cent on the combined cap- 





1028 


ital investment account of all the roads. But if 
one road only earned 2 per cent or 3 per cent, 
that is all it would get. If a road earned more than 
6 per cent it could only get one-third of the excess 
over 6 per cent, the other two-thirds being divided 
between an insurance fund for the employes of the 
railroads in the region or district and a fund for the 
purpose of purchasing equipment to be used on all 
the railroads in time of congestion. 

Presumably the revenue produced by the rates 
thus fixed would mean an increase in the total 
amount possible for the roads in the district to 
earn, else there would be no object in changing 
from the present plan. That being the case, all the 
roads in that district would earn more money than 
formerly. But the plan would limit the profits of 
the road that earned more than 6 per cent while 
permitting the less profitable roads to climb up to 
6 per cent if they could. There would be no ele- 
ment of government participation either in the 
profits or in the indebtedness. 


We think much of the misunderstanding as to 
the provisions of the Warfield plan is due to its 
friends. For instance, no less a person than Elihu 
Root, one of the attorneys for the association of 
owners of securities, wrote a letter about it to 
President Warfield which the latter read to the 
Missouri Bankers’ Association. Mr. Root does not 
speak of the plan as a guarantee plan, and he may 
be quite clear in his mind that it is not; but cer- 
tainly the effect of what he says about it is, if not 
exactly to create the impression that it is a guaran- 
tee plan, certainly to confirm any such erroneous 
impression that happens to exist. He says: 

“The whole system of rate regulation and the 
whole business of transportation rest upon the 
necessity that rates for competing roads shall be the 
same. Yet rates so low as to prevent the most 
favorably situated railroads from receiving excess- 
ive returns for their service will ruin the bulk of 
the railroads of the country, while rates so high as 
to permit the bulk of the railroads of the country 
to live will give to the most favorably situated 
roads returns that the American people will not 
stand for. If that difficulty is solved, all other 
questions are comparatively easy of solution. Our 
present law leaves that difficulty as an insuperable 
obstacle to fair rate making.. I think the simple 
provisions which you have suggested do solve the 
difficulty. If Congress follows your suggestion and 
fixes a fair rate of return for the railroads of each 
rate-making district as a whole and requires the 
rate-making authorities to fix rates which will pre- 
sumptively yield that rate of return, and then re- 
quires that in case any particular road makes more 
than the prescribed return, the excess shall be 
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taken by the government and disposed of equitably 
as you propose to promote the public interest 4 
transportation, there is no reason why railroad 
credit should not be re-established and railroad de. 
velopment proceed promptly, and with it the de. 
velopment of the business of the country.” 


All that he says is well said, except that he does 
not make it plain how the Warfield plan woul 
solve the difficulty presented by the fact that rates 
ample for one road are too low for another, and 
rates ample for the poor road swell the profits of 
the rich one out of all proportion. The inference 
from what he says is that the cure is a guarantee 
of adequate earnings to all the roads. But it js 
nothing of the sort. It is merely a plan by which 
the weak road earns somewhat more and the 
strong road is limited somewhat in its earnings, 
The spread between the weak and the strong road 
is decreased, and thus the situation is helped—but 
it is not cured. The weak road may still earn so 
little as to be unable to borrow the money it needs 
to operate. 


But the Warfield plan is an attack on the real 
trouble and is worth consideration. It at least 
should be thoroughly understood before it is con- 
demned. 


PENROSE WOULD INVESTIGATE 


The Trafic World Washington Bureau. 


It is the intention of Senator Penrose, if he is made 
chairman of the Senate finance committee, to suggest to 
that body that it conduct an inquiry into the operations 
of the Railroad Administration, with a view to ascertain: 
ing why the government is not able to make the railroads 
pay their own way. It is probable that even if he is not 
made chairman of the committee, he will ask questions 
to develop the facts, in his capacity as a member of the 
committee. He has not any clearly defined notion on the 
subject of the government as an operator of the railroads, 
but as a possible chairman of the finance committee he 
has had some curiosity to discover the reason, if reason 
there be, for the inability of the government, during a time 
when the weather is ideal for operating, and there is 4 
big tonnage, to make the railroads pay their expenses. 


When under private operation the railroads achieved the 
greatest operating income they ever had, they were hail: 
ing a smaller volume of business than they are now. ID 
1917 and 1918 it was the impression among men interested 
in rate questions, that the volume was so great that the 
railroads could not operate at the maximum efficiency. 
In other words, that the increase in tonnage over 196 
had brought expenses that outran the additions to revenue 
caused by the increased tonnage. If there was warrant 
for that impression, then the volume in 1919, being a little 
larger than in 1916, might still be taken as causilg & 
penses of transportation out of proportion to the addition 
in the revenue caused by the increased tonnage. 


But the railroads, in 1919, have had a larger numbel 
of unemployed freight cars than at any time in their his: 
tory, in the last three or four years. In other words, 
tensive loading, both as to car and train, has released 
many units of equipment, that, in theory, at least, the car 
riers now could handle much more tonnage than is bellé 
offered. The fact that on a volume of tonnage only a little 
larger than in 1916, the net is much smaller than in thal 
“boom” year, can be explained by the increased costs of 
labor and material. 
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May 17, 1919 


in Washington 


Brotherhoods Work for Government 
Ownership.—It is the avowed inten- 
tion of the brotherhoods who are fight- 
ing for government ownership and 
brotherhood operation to ask each 
candidate for Congress to declare him- 
self on government ownership. Men 
who believe they know something 
about the vagaries of popular govern- 
ment think that that is one of the 
most insidious proposals that could 
be made. The average candidate for 
office has only one thought—to get 
what he started after. That being the 
fact, the advocates of legislation who have energy enough 
to ask him questions are the ones most likely to obtain 
the answer they desire. There is money in government 
ownership—not for the public, but for the brotherhoods. 
They can afford to spend money in trying to put over the 
scheme. Ninety-nine per cent of the opponents of govern- 
ment ownership are opposed for no reason other than that 
proposed “cure” for the railroad ills is believed to be the 
most expensive that could be suggested. That government 
ownership is such an expensive luxury is not as generally 
known throughout the country as it might be. Those 
who know it have not been willing to spend money to 
spread the knowledge. They have nothing to gain by 
enlightening their fellow citizens. The only money likely 
to be devoted to a campaign on that subject is that which 
will come from the treasury of organized labor—the sup- 
posed beneficiary of government ownership. That being 
the fact, the candidate for office will note only that the 
activity is all on the side of government ownership. Inas- 
much as his object is to get into office, it will be easy to 
give an answer indicating a willingness to support govern- 
ment ownership legislation. The Northwest is honey- 
combed with I. W. W. government ownership and social- 
istic thought. That is the home of the Non-partisan 
League, which favors government ownership of elevators 
and other things that might be operated successfully by 
governmental agencies, because the number of employes 
would be so small and the tasks to be performed so ob- 
vious, that loafing on the job would not be possible. The 
non-partisan agitators, who may be expected to get back 
of the government ownership and brotherhood operation 
scheme, have no conception of the opportunities for loafing 
that would be afforded in an organization formed by the 
government for the operation of the railroads. Perfectly 
honest support of the scheme might be given by them, 
without thinking that while a country elevator may be 
operated by the government, without that elevator costing 
more than a privately owned and operated elevator, the 
rule will not work in the larger organization. In the first 
place, even under the so-called merit system, the primary 
qualification is not the ability to do the work, but the 
ability to help or hinder in politics. Civil service employes 
of the government are members of unions which punish 
senators and representatives who do not vote to suit them. 
They pick out one senator or representative, concentrate 
om him and, if they defeat him, the fact is spread broad- 
cast. The postal employes combined in that way against 
aman named Loud, of California, and put him out of pub- 
lie life. If the government takes over the railroads, tac- 
fics of that kind may be expected. The fact that the 
railroad employes in 1916 did not support, to a successful 
issue, the party that was leaning toward government 
ownership, it is believed, is not to be taken as meaning 
that unorganized opposition to the creation of soft govern- 
ment jobs will always be able to defeat those having a 
selfish interest in putting over men willing to vote for a 
luxury in return for an office. 


_— Topics 


Woolley’s Reparation Ideas.—Commissioner Woolley, in 
is dissent in the Kansas Carlot Egg Shippers’ Association 
‘ase, laid down a proposition to which most shippers 
mrobably would agree, if asked to express an opinion. 
He said an award of reparation must be based on a certain 
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and definite finding; likewise a denial must have as its 
basis an equally certain and definite finding, either that 
the rates challenged were not shown to have been unrea- 
sonable or, if they were unduly prejudicial, that the com- 
plainant had not shown damage. From that he argued 
that the Commission cannot ignore a finding on an issue 
when tendered by a complainant. In the group of cases 
brought together under the title mentioned, one complain- 
ant asserted that he was damaged and demanded repara- 
tion. Woolley criticised his colleagues for not having 
made a finding thereon. Therefore he concluded that they 
had not done their duty. However, he did not make a 
finding in his dissent, so he may have been lecturing him- 
self as much as other commissioners. The rule Mr. Woolley 
lays down is not the rule for a court. It is a fashion for 
courts to dispose of cases upon points not particularly 
stressed by any of the litigants. Perhaps the answer is 
that the Commission is not a judicial, but an administra- 
tive body. It may be a long time before Mr. Woolley 
persuades his colleagues to change their ways. That 
thought has been expressed at other times. Legislative 
bodies, at times, have been pained by this seeming dis- 
regard of duty, but they have never found an answer to 
the impertinently phrased but pertinent query: ““What are 
you going to do about it?” 


The Steel Rail Market.—-Director-General Hines is prob- 
ably now wrestling with that same question in connection 
with the impasse between himself and the men who wish 
they could obtain from him orders for hundreds of thou- 
sands of tons of steel rails. He has rejected the Industrial 
Board and all its works. That board has dashed itself 
into the discard, yet there has been no lowering of the 
prices of steel rails. Nor have the steel rail-makers, five 
in number, received any orders. It is true that the Rail- 
road Administration has no money wherewith to pay for 
rails, but it is suspected that the steel-makers would be 
pleased to book orders that have the implied faith of the 
government back of them. They would be able to set 
their men to work on such orders and borrow money at 
the banks on the inference to be drawn from the fact that 
the government had placed such orders. Two of the steel 
mills are reported as being absolutely without orders for 
rails. One of the companies is a Steel Corporation sub- 
sidiary and the other is not. Mr. Hines had led them 
to the trough, but thus far there has been no arching of 
necks indicating an intention to drink. 


Railroad Revenue Figures.—Making figures to show the 
plight of the Railroad Administration is about as satisfy- 
ing and illuminating as speculation as to boundaries and 
reactions in the Balkan region. You set down one set of 
figures and it causes a reaction similar to that which took 
place in Bert Williams’s anatomy when the boxer hit him 
in the stomach. He bulged out in the back. You set 
down that on such and such a day the Railroad Admin- 
istration owed the railroad corporations $381,000,000 as 
rent money. Then you try to make a readjustment of 
other items in the account. The upshot is, probably, that 
you arrive nowhere. The only safe things to remember 
are that the Director-General now admits there was a mar- 
gin of $226,000,000 between what he had left in the treas- 
ury as of Dec. 31, 1918, and what he had agreed to pay; 
that the rent is due the railroad corporations each quar- 
ter, regardless of when the money is earned or not earned: 
that most of the net of a railroad company is earned in 
the latter half of the year, and that in figuring the prob- 
able outcome of a given year, it is best not to take the 
first six months as the yardstick. Yet, remembering all 
that, few expect Mr. Hines to be able to get through 
the year without making another advance in rates. If 
there is no advance in rates, then Congress must make 
appropriations to cover the margin between the operating 
income and the sums that must be paid as rent. As to 
how much of the money the Railroad Administration now 
charges to capital account of the railroad corporations 
will remain there, is just as uncertain as anything can be. 
The courts will have to pass on questions raised by the 
attempt of the government to say that it can force a cor- 
poration to increase its investments, because the govern- 
ment needs the facilities that additional capital investment 
can provide. If that question could be separated from all 
others, the answer would be simple. But one of the first 
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complications is presented by the fact that many of the 
railroad corporations entered into contracts with the gov- 
ernment for compensation, knowing that there was a pro- 
vision in the statute authorizing such compensation, which 
seemed to give the government the power to say how much 
greater investment the corporation should make during 
the tenancy of the government. The query is as to 
whether that is not part of the bargain, even without that 
part of the contract that binds the company to accept 
the terms of the statute. A. ©. Hi. 


THE TWO-YEAR RULE 


The Trafic World Washington Bureau. 


In behalf of a client whose loss and damage claim has 
been rejected by the Santa Fe because no suit was filed 
within the so-called two-year rule of the bill of lading, 
Fayette B. Dow has asked the Commission to rule on the 
question whether a carrier lawfully could pay a claim 
notwithstanding that rule. He was not so unmindful of 
the law as to ask the Commission to pass on the merits of 
the claim. All he asked was a ruling as to whether, un- 
der the language of the United States Supreme Court in 
the case of Phillips vs. Grand Trunk, 236 U. S. 662, gen- 
erally quoted by claim agents when they say a claim can- 
not be settled on account of the lapse of two years, the 
passage of two years “bars the liability and destroys the 
remedy.” 

Mr. Dow knows the fine line separating the Commission 
from the courts, but when he asked for the ruling his 
thought was that a ruling by the Commission would be 
helpful in a law sense because the bill of lading is on the 
tariff files of the Commission. In the primary sense, 
therefore, the two-lear rule must be interpreted by the 
Commission. It has primary jurisdiction over the enforce- 
ment of the act to regulate commerce. Courts, as a rule, 
will have nothing to do with a matter cognizable by the 
Commission unless and until that body has acted or re- 
fused to take jurisdiction. While it has no power to make 
an order for the payment of a loss and damage claim, it 
has jurisdiction over the rules and practices under and 
by means of which carriers settle such claims. Therefore, 
Dow appealed to the Commission for a construction of that 
part of the bill of lading which says: “Suits for loss, dam- 
age or delay shall be instituted only within two years and 
one day after delivery of the property.” 

Ultimately the matter is one for the courts. Carriers 
have never advised the Commission, officially, as to why 
they claim they dare not pay a loss or damage claim 
after two years have passed. Unofficially, Commission 
men who have been handling questions relating to loss 
and damage and reparation claims have been advised that 
the lawyers for various carriers have told their claim 
agents that it would not be lawful to pay a claim after two 
years because the two-year rule is a tariff provision and 
neither the carrier nor the shipper can waive any pro- 
vision of a tariff; or, if the point is made that the two- 
year rule covers only suits, that the payment cannot be 
made, after two years, to Smith, for instance, because 
the rule was enforced against Jones, and that would be a 
discrimination. 

If the two-year rule were not a tariff publication, no 
such question could be raised. A statute of limitations 
does not operate to prevent a debtor paying his debts. He 
can use it as a shield if, in his judgment, the creditor has 
not been sufficiently diligent in the prosecution of his 
claim for restitution. No creditor is obliged to plead a 
statute of limitations. 

The two-year rule in the bill of lading is based on the 
second Cummins amendment found in Section 20 of the 
act to regulate commerce. That section says: “That it 
shall be unlawful for any such common carrier to provide 
by rule, contract, regulation, or otherwise, a shorter period 
for giving notice of claims than ninety days and for the 
filing of claims for a shorter period than four months, and 
the institution of suits than two years.” The bill of lad- 

ing section quoted is almost identical with the language 
of that part of the act to regulate commerce. 

Use of the language the Supreme Court used in the 
Phillips case in justification of a declination to pay a loss 
and damage claim is believed to be without warrant. The 
court, in that case, was talking about the two-year limita- 
tion contained in Section 16. In that section the rule is 
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that “all complaints for the recovery of damages shal] be 
filed with .the Commission within two years from the time 
the cause of action accrues, and not after.” The damagy 
there mentioned are those arising from the charging of an 
unreasonable or unjustly discriminatory rate, and not loss 
and damage claims. 

That fact, however, does not make it certain that th 
Commission may not, sooner or later, be brought face ty 
face with the merits of loss and damage claims in gq). 
lateral proceedings. It has complete control over regy). 
tions and practices of carriers. According to the letters 
that are coming to the Commission it is apparently becon. 
ing a practice among some trunk lines to delay disposing 
of some loss and damage claims for more than two years 
while settling others in less time than that. 

If the statutes of limitation under consideration were 
the ordinary ones, instead of statutes in connection with 
the act to regulate commerce, there could be no question 
about the right of the debtor to waive the benefits that 
would flow from their invocation, even after they had been 
pleaded. The limitation about two years for filing of 
claims for reparation on account of unreasonable or wp. 
justly discriminatory rates is absolute. It is jurisdic 
tional. The Commission can not waive it, no matter how 
meritorious the claim may be. The other limitation has 
never been construed except by railroad lawyers. 

Attorneys for the railroads that are returning loss and 
damage claims that are more than two years old are 
claiming the two-year rule established in the bill of lading, 
as a tariff publication, is equally rigid. There are men in 
the railroad service who contend that if a claim is season- 
ably filed and liability is admitted, as it was in the claim 
declined by the Santa Fe, the carrier is free to pay, even 
forty years after the claim is filed, unless such practice 
can be shown to be a device for the giving of rebates or 
showing undue preference between shippers. The lawyers 
arguing for enforcement of a two-year rule on loss and 
damage claims contend that if their construction is not 
followed there will be no end to such claims, even after 
they have been declined, because application to have the 
declination set aside will have the effect of keeping the 
file alive so that if there should be a change in the man- 
agement it would be possible for ten, fifteen or twenty- 
year-old claims to be paid, so that in effect rebates would 
be paid, or at least unjust discrimination would be prac. 
ticed. 

In the event a claimant whose loss and damage claim 
has been returned thinks there has been unjust discrimina- 
tion against him by reason of the practice of the carrier, a 
complaint filed with the Commission would stop the run 
ning of the sixteenth section rule and hold it for action in 
the event the courts or the Commission should hold that 
the practice resulted in a violation of any of the anti-dis- 
crimination sections of the act to regulate commerce. 
The railroad lawyers, unofficially, it is true, but neverthe 
less with some degree of warrant, it is believed, hold that 
payment of claims after the expiration of two years woul 
result in discrimination. If the Commission can be per: 
suaded to make a ruling on the subject, or institute an i 
quiry, they will be compelled to come out into the opel. 
If they maintain payment after two years would consti 
tute discrimination, they could hardly expect to be heard 
to argue seriously that a complaint founded on such 4 
fact could not be entertained by the Commission, and then 
the sixteenth section two-year rule would come into play. 
Indirectly the question has been raised as to whether it is 
not discriminatory for them to settle some claims on their 
merits in two years and fail to treat all such claims in that 
way. 


CAR DEMURRAGE RULES 


The Maryland, Delaware & Virginia and the Baltimore, 
Chesapeake & Atlantic Railway companies, under freight 
rate authority No. 7798, have been brought into uniformity 


in the matter of car demurrage rules. The order of the 
Traffic Division of the Railroad Administration directs 
those carriers, on one day’s notice, to publish a joi 
freight tariff providing car demurrage rules to apply at 
all stations on their lines, and to cancel their T. D., I, C. 
C. No. 9. The new tariff will comply with the Interstate 
Commerce Commission’s fifteenth section order No. ¥™ 
which was designed to bring about demurrage rules 
throughout the country. 
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Decisions of Interstate Commerce Commission 


RATES ON DAIRY PRODUCTS 


The broad effect of the Commission’s decision in No. 
9469, Kansas Carlot Egg Shippers’ Association vs. B. & O. 
et al., and related cases, opinion No. 5696, 53 I. C. C., 59-65, 
is to give the shippers of dairy products, intraterritorially 
in Official Classification territory and from Southern and 
Western classification territories to destinations in Official 
Classification territory, carload rates at third class, 20,000 
pounds minimum, after August 1 next. At present they 
have any-quantity rates, which, according to the report, in 
effect, are less-than-carload ratings, although the shippers 
of dairy products in Official Classification territory ship 
in carload lots. : 

Swift & Co., Armour & Co., the Beatrice Creamery Com- 
pany and many other organizations and individuals inter- 
yened in behalf of the complainants. The National Cream- 
ety Buttermakers’ Association and other buttermakers in- 
tervened in opposition. Practices varied in the different 
dassification territories. In the west the third class 20,000 
ninmum carload rating ordered for Official Classification 
territory has been in effect for a long time, together with 
rates to concentration points where dairy products and 
poultry are gathered into carloads. Depending on the 
packages in which the products are shipped, the L. C. L. 
ratings are either first or second class. 


Some carload commodity rates are in effect in Official 
Classification territory, either at third class or less. 

In the south dressed poultry, like fresh meats, takes 
fourth class, but varying practices prevail with regard to 
dairy products. 


The interveners against the complaint, generally small 
co-operative creamery establishments, objected to carload 
ratings on butter and cheese on the ground that they can- 
not load in carload quantities, and the effect, therefore, 
would be to give an advantage to the larger plants. The 
Commission’s report says the establishment of carload 


ratings in the west did not have the effect apprehended - 


by the creamery men in Official Classification territory. 
The only opposition came from the creamery butter in- 
terests. They are in a continual fight with the manu- 
facturers of oleomargarine and other butter substitutes. 
The manufacturers of butter substitutes intervened in be- 
half of the Kansas complainants. The objectors relied on 
the Commission’s decisions in Brownell vs. C. & C. M., 
51. C. C., 638; Commercial Club of Omaha vs. B. & O., 
191. C. C., 397, and Providence Fruit & Produce Exchange 
vs. M., St. P. & S. S. M., 40 I. C. C., 45, as grounds for op- 
posing the establishment of carload ratings to displace the 
so-called any-quantity ratings, which the Commission held 
are really L. C. L. ratings on carload quantities, and not 
exactly what they professed to be—a rating between C. L. 
and L. C. L., to cover a traffic that could not, with justice 
to the public, be put on the usual basis of carloads and 
less than carloads. In those early cases the Commission 
took the position that carload ratings on butter and eggs 
would not be warranted by the facts or good policy. 


Commissioner Woolley disagreed with his colleagues be- 
cause they did not make a finding as to whether the rates 
in the past were reasonable or otherwise. He centended 
that the one complainant who demanded reparation was 
entitled to a ruling on that point and that the Commission 
Was not discharging its duty when it failed to make de- 
fision on that point. 


RATES ON BUILT-UP WOOD 


Because the complainants did not make the Director- 
General a defendant, the Commission has dismissed No. 
8065, Anderson-Tully Co. et al. vs. Illionis Central et al., 
81. C. C., 5-10, and discontinued its I. and S. No. 701, 
Built-up Wood from Memphis.” That does not, however, 
hean the complainants will not obtain some relief. The 
tismissal was purely technical. The finding, based on the 
MMmissicn’s decision in “Rates on Lumber and Lumber 

ducts,” 52 I. C. C., 598, was that rates on built-up gum- 
a from: Memphis Cedars, Miss., to destinations in West- 
™ Trun Line, Central Freight and Eastern Trunk Line 


territories are unduly prejudicial to the extent that they 
exceeded the rates on gumwood by more than 10 per cent. 
That rule that rates on built-up wood should not exceed 
the rates on the kind of wood used in making it was laid 
down in the lumber case hereinbefore mentioned. The car- 
riers must conform to it, hence the dismissal will not leave 
the complainants without relief. The Commission, how- 
ever, found they were not damaged and denied reparation. 

The rates under attack were from one to three cents 
higher than the rates on gumwood. Rates on built-up gum- 
wood from Memphis and Cedars to Chicago were from 24.2 
to 36.6 per cent greater than rates on gumwood. 

In the report, written by Commissioner Meyer, it is de- 
clared that an exhibit filed by the complainants shows that 
the average rate on built-up wood from Memphis and Cedars 
exceeds the average rate on lumber by approximately 33 
per cent, while the average rate on built-up gumwood from 
competing points to the same destinations in Central Freight 
Association exceeds the average rate on lumber by per- 
centages running from 20 to 37. 

Commissioners Hall and Daniels concurred in the dis- 
missal, but not in the finding of undue prejudice. In tak- 
ing that position they adhered to the position they took in 
wes case upon which the Commission founded its action in 
this one. 


WHISKY DELIVERY RULE 


The Commission has dismissed No. 10150, James J. Red- 
mond vs. Adams Express Co. et al., opinion No. 5692, 53 
I. C. C., 39-42, holding that the requirement of the express 
companies of an affidavit signed by a physician that the 
holder needs whisky for medicinal, use as a condition 
precedent to the delivery of a shipment consisting of a 
quart of liquor had not been shown to be unreasonable or 
unduly prejudicial. Redmond complained that the express 
company was showing undue prejudice in favor of liquor 
shipped for sacramental, scientific or mechanical uses by 
requiring two affidavits for whisky intended for medicinal 
use, while requiring only one for any one of the other uses. 
The express companies contended that, inasmuch as the 
Reed bone dry amendment makes it liable for violations 
of the prohibition law of Virginia, it must take such steps 
as are deemed necessary to prevent the wrongful use of 
liquor transported by it and that if the requirements are 
enforced without favor there can be no undue discrimina- 
tion. The rule to which Redmond objected requires an 
affidavit from a physician who swears that a physical ex- 
amination by him made shows the need of the kind of 
liquor that is being shipped. Redmond’s quart of liquor 
arrived on December 24, 1917. Because he did not produce 
the affidavit of a physician the express company refused 
to make delivery and it is still in its division. The Com- 
mission assumed that the Hill case, decided January 13, 
1919, and reported in 248 U. S., 420, settled the meaning 
of the Reed bone dry amendment and that under that con- 
struction the express company’s requirement is neither un- 
reasonable nor unduly prejudicial. 


TRANSPORTATION OF WHEAT 


Rates and regulations applied to the transportation of 
wheat from points in and west of Central Freight Associa- 
tion territory and from points in Pennsylvania, Maryland, 
West Virginia and Virginia to Charlestown, W. Va., and 
Winchester and Strasburg, Va., for milling and reshipment 
to points in Carolina territory, are found by the Commis- 
sion to be unduly prejudicial to the extent that they result 
in higher total charges than those applicable under the 
rates and regulations contemporaneously applied to the 
transportation of similar shipments moving through 
Charlestown, Winchester and Strasburg and milled in 
transit at Lynchburg or Danville, Va. The decision is made 
in No. 9345, Strasburg Steam Flouring Mills vs. Southern 
Railway Company et al., opinion No. 5695, 53 I. C. C., 52-8. 

The complainant attacked defendants’ rates on and regu- 
lations covering wheat shipped from points in Pennsylvania, 
Maryland, Virginia and West Virginia, and from points in 
and west of Central Freight Association territory, to Stras- 
burg, there milled, and shipped to destinations in Virginia, 
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North Carolina and South Carolina, alleging that the total 
charges which the complainant is compelled to pay on such 
traffic are unreasonable and unduly prejudicial to com- 
plainant in favor of its competitors at Lynchburg and Dan- 
ville, Va., and other points in Virginia and West Virginia. 
The establishment of rates and regulations which will 
result in no higher through charges than are contem- 
poraneously applicable on like traffic milled at Lyncburg 
and Danville, was asked. The Winchester Milling Cor- 
poration and the Jefferson Milling Company, engaged in 
milling grain at Winchester, Va., and Charlestown, W. Va., 
respectively, intervened and asked that those points be 
granted the same relief as Strasburg. 

The Commission orders that the defendants cease and 
desist on or before August 15, 1919, and thereafter to ab- 
stain, from publishing or applying rates and regulations to 
the transportation of wheat from points in and west of 
Central Freight Association territory and from points in 
the states of Pennsylvania, Maryland, Virginia and West 
Virginia, milled in transit at Charlestown, W. Va., or Win- 
chester or Strasburg, Va., and forwarded from the milling 
points as products of wheat to destinations in Carolina 
territory, which result in higher total charges than those 
applicable under the rates and regulations contempora- 
neously applied by defendants to the transportation of simi- 
lar shipments moving through Charlestown, Winchester and 
Strasburg, and milled in transit at Lynchburg or Danville, 
Va. The Commission also orders that the defendants give 
30 days’ notice of the establishment of the rates and that 
the order shall continue in force for a period of not less 
than two years from the date when it shall take effect. 

In Fourth Section Order No. 7402 the Commission denies, 
effective August 15, 1919, the application of carriers for 
authority to continue to charge rates for the transportation 
of grain from points of origin in the states of Virginia, 
West Virginia, Maryland and Pennsylvania, Central Freight 
Association territory and points west thereof, to points of 
destination in the states of Virginia, North Carolina and 
South Carolina, when milled in transit at Broadway, 
Dahpna, Front Royal, Linville, Mount Jackson, Riverton, 
Timberville, New Market, Edinburg, Woodstock, Harrison- 
burg and Lynchburg, Va., which result in lower through 
charges on said grain or products thereof than the through 
charges on like traffic milled in transit at Strasburg, Va., 
or other intermediate points. 


OWASCO RIVER DECISION 


In a report on the Owasco River Railway in the second 
industrial railway case, No. 4181, I. and S. No. 414, opin- 
ion No. 5703, 53 I. C. C. 104-13, the Commission rules that 
that railroad is a common carrier industrial line entitled 
to divide joint rates with its trunk line connections, or re- 
ceive from them absorption of reasonable switching 
charges. A further ruling is that the assessment of higher 
charges on interstate traffic to and from industries on the 
Owasco River Railway than are contemporaneously as- 
sessed on like traffic to and from industries on the New 
York Central and the Lehigh Valley at Auburn, N. Y., con- 
stituted undue prejudice. A third holding is that the lease 
of traffic rights over the rails of the New York Central 
to the Owasco River Railway was not unlawful provided 
the charges of the New York Central and the Owasco River 
for switching service over the tracks jointly used are the 
same. The Commission also lays down rules for car in- 
terchange arrangements between the industrial lines and 
its trunk line connections as a basis for the settlement 
of accrued demurrage charges. 


The railroad is a short industrial carrier owned by the 
International Harvester Corporation at Auburn, N. Y. 
Since 1906 the industrial line and the Lehigh Valley have 
been in disagreement as to the car per diem. The Le- 
high Valley has always contended that the Owasco River 
Railroad was not a common carrier and was not entitled 
to a per diem arrangement. The American Railway As- 
sociation refused to give the Owasco line membership in 
that body. A similar disagreement has existed between the 
New York Central and Owasco railroad since March, 1914, 
and no settlements have been made. 

Since the cancellation of joint rates and switching ab- 
sorption arrangements in the spring of 1914, in which 
year I. and S. No. 411 was originated, the New York Cen- 
tral has been absorbing $1.87 out of a switching charge of 
$3 per car between industries and the connections with the 
New York Central. The Lehigh Valley has also absorbed 
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what it claims to be the cost to the Owasco railroad 
performing the service. The Commission, in its repo; 
said it could not accept the theory or basis on which th 
New York Central’s estimate of costs was made. It gajq 
however, that the record does not afford a basis for a fing 
ing as to the present cost. The carriers were advised ty 
make a reasonable arrangement with regard to the absorp. 
tion and report the facts to the Commission, immediately 
upon its adoption. ‘ 


The Commission found that the Owasco railroad was 
transferring a car from one harvester plant to another ang 
using the tracks of the New York Central in the operatig, 
for $2. The New York Central’s charge for such switching 
would have been $5. The Commission, therefore, cop. 
demned as unlawful the Owasco railroad’s arrangement for 
such a service over the New York Central’s tracks at less 
than the New York Central’s rate. 


SAND SWITCHING TARIFF 


In a report on No. 10178, Kaw River Sand & Materia] 
Co. vs. A., T. & S. F. et al., opinion No. 5689, 53 I. ¢. ¢, 
28-32, the Commission held unlawful the practice of the 
Santa Fe in delivering shipments to the Mill Street Yard 
of the Kansas City Southern, which it did by using the 
tracks of the Kansas City Terminal Railway, from State 
Line, and assessing charges as if they had moved via 
Sheffield, Mo. The Commission held that in using the 
terminal tracks to the Mill Street Yard the Santa Fe made 
that yard a point on its tracks; also that shipments mov- 
ing via the yard which were charged the Sheffield rate 
of one cent per 100 pounds were overcharged to the extent 
that such charge exceeded the switching rates that, bya 


Kansas City Southern tariff, apply from Sheffield, Mo, 
and from that yard. The Kansas City Southern’s switch- 
ing charge from Sheffield is $5 per car, as against a one 
cent-per-hundred charge by the Santa Fe tariff. The Com 
mission could not find upon what terms the Santa Fe used 
the Terminal company’s tracks from State Line to the 
Mill Street Yard. It is said, however, that the terms are 
of no importance, but that the fact of use is, because by 
so doing the Santa Fe made the points on that carrier’s 
line points on its own. The total haul from Turner, Kan, 
the point of origin of the sand, to destinations in Kansas 
City via the Mill Street Yard is less than via Sheffield. 


The Santa Fe argued that inasmuch as the shipments 
moved from State Line to Mill Street over the Terminal 
tracks, over which the Santa Fe had ng rates, the Sheffield 
rate was the only one that could be applied. The Com 
mission, however, did not regard that as a good excuse 
because, it remarked, the movement over the Terminal 
company’s tracks did not appear to be on account of aly 
temporary closeing of the Sheffield route. The Santa Fe 
said the movement was for “operating convenience.” The 
rates from the Mill Street Yard are the same whether 
the traffic was delivered by the Terminal or Santa Fe. 
As a matter of fact, however, the application of the rate 
via Sheffield, on traffic delivered by the Santa Fe at the 
Mill Street Yard, had the effect of making one rate apply 
if the delivery at the Mill Street Yard was by the Santa 
Fe and another rate if the delivery was by the Terminal, 
although the traffic moved over precisely the same tracks. 

The Commission’s report says that when the Santa Fe 
began using the Terminal track the Santa Fe tariff should 
have been amended to show that fact. The Kansas City 
Southern tariff should also have been amended to show 
connection between the Kansas City Southern and the 
Santa Fe at Mill Street Yard. If the service is continued, 
the report says, the tariffs must be amended. Manifestly, 
the report says, it would be unlawful for them to hold oné 
shipper to the routing via Sheffield and the higher chargé 
and for “operating convenience” serve another shipper V4 
the same yard under lower charges, as is the fact whel 
the traffic is delivered to the Kansas City Southern bY 
the Terminal. It is also unlawful to perform ‘service V#@ 
that yard without tariff provision therefor. 


Higher charges assessed on movements via the Mil 
Street Yard route, the report says, should be refunded. 
The complaint was dismissed because no order directilé 
the refund of charges collected without tariff authorily 
is needed. None of the acts complained of took place 
since June 25, 1918. 
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May 17, 1919 


SASH, DOORS AND MOLDING 


Holding that a rate on sash, doors and molding, in car- 
joads, from Weed, Calif., to Gallup, N. M., and Flagstaff, 
Ariz. Was unreasonable, the Commission, in No. 9415, Weed 
Lumber Company vs. the Southern Pacific et al., opinion 
No. 5687, 53 I. C. C., 17-20, has made an award of repara- 
tion. A rate on like commodities from Weed to Albu- 
querge, N. M., the Commission held, was not shown to 
have been unreasonable or unduly prejudicial, but repara- 
tion was awarded on one shipment found to have been 


overcharged. The rate to Albuquerque was not shown to 


pe unreasonable, but that the rate to Gallup and Flagstaff 


was unreasonable to the extent that it exceeded 41 cents 
per 100 pounds. 


RATE ON TANK CARS 


In No. 9087, Walter A. Zelnicker Supply Company vs. 
the C., B. & Q., opinion No. 5686, 53 I. C. C., 15-6, the 
Commission decided that the rate on empty tank cars on 
their own wheels from Central City, Neb., to East St. 
louis, Ill., was not shown to have been unreasonable, but 
that the cars were overcharged $96, and an order of rep- 
aration was issued. Four cars belonging to the complain- 
ant, in March, 1916, moved over the defendant’s line from 
Central City through Omaha to East St. Louis, 562.9 miles, 
and charges were collected in the sum of $225.16, at a 
rate of 10 cents per car mile. The Commission found 
that charges of $129.16, based on 10 cents per car mile 
from Central City to Omaha, a distance of 147.9 miles, 
plus a commodity rate of $17.50 per car from Omaha to 
East St. Louis, were legally applicable. The Director- 
General has initiated a rate which exceeds that assailed, 
but he was not made a defendant, so no order for the 
future could be made. 


RATE ON COAL 


An award of reparation has been made by the Com- 
mission in No. 10070, Nashville Traffic Bureau vs. L. & 
N. Railroad Company, opinion No. 5691, 53 I. C. C., 37-8, 
arate on coal from western Kentucky mines on defend- 
ant’s lines to Nashville, Tenn., having been found unrea- 
sonable. Reparation was asked on behalf of consignees 
at Nashville on all shipments to Nashville between July 
land Aug. 3, 1917, inclusive. The Commission found that 
for the period involved the maximum reasonable rate for 
the transportation of coal from western Kentucky mines 
to Nashville, Tenn., was 80 cents per ton as fixed in 
Trafic Bureau of Nashville vs. L. & N. R. R. Co., 43 I. C. 
C, 366. On Aug. 4, 1917, the defendant, with permission 
of the Commission, established a 90-cent rate. 


RATES ON PIG IRON 


CASE NO. 4800 (52 I. C. C., 576-579) 
SLOSS-SHEFFIELD STEEL & IRON COMPANY ET AL. 
VS. LOUISVILLE & NASHVILLE RAILROAD 
COMPANY ET AL. 
Submitted March 3, 1919. Opinion No. 5677. 


1. Upon further consideration of the record, Held: That rates 
on pig iron, in carloads, from southern blast furnaces to 
Ohio River crossings and to certain points in Central 
Freight Association territory were, between April 17, 1910, 
and October 1, 1914, unreasonable to the extent of 35c per 
long ton; that the rail-and-water rates to interior New 
England points between April 17, 1910, and June 25, 1918, 
were unreasonable to the extent that they exceeded rates 
based on $4.50 per long ton from the Birmingham, Ala., dis- 
trict to Boston, Mass., or Providence, R. I., plus a handling 
charges of 40c per long ton, plus 75 per cent of the local 
rates beyond contemporaneously in effect; and that during 
the last-named _ period. rail-and-water .rates from other 
originating points concerned to interior New England points 
were unreasonable to the extent that they exceeded rates 
based on the established differential relationship to the 
rates from the Birmingham, Ala., district. 

2. Reparation awarded. 


Fifth Supplemental Report of the Commission. 


CLARK, Commissioner: 

The history of this proceeding is detailed in the Fourth 
Supplemental Report, 51 I. C. C., 635, and for the purposes 
of this report may be summarized as follows: 

_ By complaint filed April 16, 1912, the rates on pig iron, 
N carloads, from southern blast furnaces to the Ohio River 
‘wssings and to points in Central Freight Association, 
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Trunk Line and New England territories, published in 
Washburn’s Tariff I. C. C: 68, were alleged to be unreason- 
able and unjustly discriminatory. The establishment of 
just and reasonable rates for the future and reparation on 
shipments within the statutory period were asked. In the 
original report, made on June 1, 1914, 30 I. C. C., 597, we 
found that the all-rail rates from the Birmingham, Ala., 
district to representative Ohio River and Central Freight 
Association territory points and the rail-and-water rate to 
Boston, Mass., were, and for the future would be, unrea- 
sonable to the extent of 35 cents per long ton; that the 
rail-and-water rates to interior New England points, taking 
Springfield and Lowell, Mass., and Portland, Me., as repre- 
sentative, were, and for the future would be, unreasonable 
to the extent of 75 cents per long ton to Springfield and 
Portland and 85 cents per long ton to Lowell; that like 
reductions should be made to other interior New England 
points and that the then existing differentials between the 
southern furnaces and relation of rates to the Ohio River, 
to points in Central Freight Association territory and to 
the east should be maintained. We made no specific finding 
as to the reasonableness of the rates in the past and denied 
reparation. 

The original complaint named only a few representative 
carriers as defendants and the readjustment of rates effect- 
ive October 1, 1914, pursuant to our order, included only 
destinations on the lines of carriers parties to the proceed- 
ing. : 
Upon supplemental complaint making all participating 
carriers parties defendant, and after further hearing, we 
found on July 22, 1915, that the rates to all points in Cen- 
tral Freight Association territory on defendants’ lines to 
which rates were not reduced on October 1, 1914, were, and 
for the future would be, unreasonable to the extent of 35 
cents per long ton and awarded reparation to complainants 
and interveners on shipments made after that date upon 
which higher rates had been paid. 35 I. C. C., 460. 

In the Third Supplemental Report, 46 I. C. C., 558, deal- 
ing with rates to Trunk Line and New England territories, 
the rate to Trunk Line territory and also the rail-and- 
water rate of $4.60 per long ton to Boston, which had been 
found unreasonable in our original report, were held not 
to be unreasonable. The rail-and-water rates to interior 
New England points were.found to be unreasonable to the 
extent that they exceeded rates based on $4.50 per long ton 
to Boston or to Providence, R. I., plus a handling charge of 
40 cents per long ton, plus 75 per cent of the local rates 
beyond. The effective date of our order entered in accord- 
ance with these findings was extended from November 1, 
1917, to May 1, 1918, to permit an increase of the rates 
prescribed by the amounts authorized in the Fifteen Per 
Cent Case, 45 I. C. C., 303, and thereafter by order of April 
20, 1918, it was again postponed until our further order 
because of the increased rates provided in General Order 
No. 28 issued by the Director-General of Railroads. 


The Fourth Supplemental Report, 51 I. C. C., 635, dealt 
with a supplemental complaint filed on July 22, 1915, pray- 
ing reconsideration of our denial of reparation in the orig- 
inal report and asking reparation on all shipments in- 
cluded in the statutory period of two years preceding the 
filing of the original complaint and on all subsequent ship- 
ments. We held that complainants were entitled to a find- 
ing as to the reasonableness of the rates in the past, af- 
forded the parties opportunity to apply within 30 days for 
a further hearing upon that issue, and stated that failing 
such request we would determine the question upon the 
record already made. 


A further hearing was not requested, and therefore we 
have no new or additional evidence to consider. The ques- 
tions to be determined herein are: (1) Were the all-rail 
rates from the originating points concerned to the Ohio 
River crossings and to points in Central Freight Associa- 
tion territory, and the rail-and-water rates to interior New 
England points, reached by defendants’ lines, and to which 
rates were published in Washburn’s Tariff I. C. C. 68, un- 
reasonable during the whole or any part of the two years 
prior to April 16, 1912, when the original complaint was 
filed, and thereafter until the reduced rates prescribed by 
us became effective? (2) if so, to what extent were they 
unreasonable? and (3) should reparation be awarded? 


The principles which control our determination of these 
questions and the principal facts and contentions which it 
is necessary to consider are set forth in the previous re- 
ports in this proceeding and need not be restated. It is 
sufficient to say that the record shows in detail the cir- 
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cumstances and conditions surrounding the traffic for many 
years prior to the filing of the complaint, as well as sub- 
sequently, and particularly those obtaining from April, 
1907, when the rates complained of were established, to 
May, 1915, when the hearings were concluded. The record 
embraces voluminous evidence concerning the commercial 
conditions affecting the production and marketing of pig 
iron and the history of the rates attacked; comparisons 
with rates on pig iron and other commodities applying in 
the same territory and in other localities, supplemented 
by statements of fact showing the similarity or dissimilarity 
of the transportation conditions affecting such rates; sta- 
tistical data pertaining to the cost of transportation of pig 
iron between representative points; evidence as to the 
volume of the traffic and the physical conditions surround- 
ing its transportation; and-evidence showing the financial 
results from the operation of the lines of representative 
carriers defendant. Throughout the entire period covered 
by the complaint there were no important variations in 
the rates, and the record shows that there were no sub- 
stantial changes in the circumstances and conditions affect- 
ing the service or cost of transporting pig iron, except per- 
haps a lessened volume of movement to the north and east 
and a gradual increase in the general operating expenses 
of the carriers as compared with their operating revenues. 

Upon further consideration of all the facts of record we 
conclude and find that during the period from April 17, 
1910, to October 1, 1914, the rates on pig iron in carloads 
from points in Alabama and Tennessee to the Ohio River 
crossings and to points in Central Freight Association ter- 
ritory, covered by the complaint as amended, were unrea- 
sonable to the extent that they exceeded the rates to such 
points found reasonable for the future in our reports in 30 
I. C. C., 597, and 35 I. C. C., 460, in which, as stated, we 
found said rates to be unreasonable to the extent of 35 
cents per long ton; that during the period from April 17, 
1910, to June 25, 1918, the rail-and-water rates from the 
Birmingham, Ala., district to interior New England points, 
covered by the complaint as amended, were unreasonable to 
the extent that they exceeded rates based on $4.50 per long 
ton to Boston, Mass., or Providence, R. I., plus a handling 
charge of 40 cents per long ton, plus 75 per cent of the 
local rates contemporaneously in effect beyond, but allow- 
ing any increase in the total rate so made that the carriers 
were entitled to under the Fifteen Per Cent Case, 45 I. C. 
C., 303; and that from the other originating points to in- 
terior New England points the rail-and-water rates were 
unreasonable to the extent that they exceeded rates based 
on the established differential relationship to the rates from 
the Birmingham, Ala., district herein found reasonable. The 
rates authorized in General Order No. 28 issued by the 
Director-General of Railroads are not in issue and hence 
are not considered. 

We further conclude and find that complainants and in- 
terveners who made shipments during the periods stated 
from and to the points in question that are not barred by 
the statute of limitations, upon which higher rates were 
charged than are herein found to have been reasonable, and 
who paid and bore the transportation charges thereon, have 
been damaged to the extent of the difference between the 
charges paid and those that would have accrued at the 
rates herein found to have been reasonable; and that they 
are entitled to reparation with interest. The exact amount 
of reparation cannot be determined upon the present record 
and complainants and interveners should prepare state- 
ments showing the details of the shipments in accordance 
with rule V of the Rules of Practice, specifying the dates 
upon which the charges were paid, and submit same to the 
defendants for verification. Upon receipt of a statement or 
statements so prepared and verified we will consider the 
entry of an order awarding reparation. 

As already indicated, many carriers participating in the 
transportation of the shipments were not parties defendant 
to the original complaint, but such carriers may join in the 
payment of reparation. 

By the Commission. 


WINSTON-SALEM VALUATION 


In a report on Valuation Docket No. 5, Winston-Salem 
Southbound Railway Company, opinion No. B-2, Val. Rep. 
1, pp. 187-222, the Commission agreed upon the original 
cost to date of that property, the cost of reproduction with 
new material and the reproduction less depreciation. This 
is the final report on all matters committed to the Com- 


mission by the valuation law of 1913, except and all-ine]y. 
sive which could be stated as being the present value oj 
the property devoted to the public service. Whether such 
an all-inclusive valuation is required by the valuation Jay 
has nov been decided by the Commission. The valuation 
as to cost of reproduction is as of Aug. 8, 1918. 

This report was made as a correction of the first o, 
tentative report, which was submitted to the railroad cop. 
pany. The company protested certain items, especially 
the tentative “original cost to date,” which the Commis. 
sion stated as being $5,153,996. In the corrected report 
the Commission states the original cost to date to be 
$5,598,999. It appends an additional item of $43,067 as 
being the value of material and supplies on hand. 

The cost of reproduction new is set down as being 
$4,270,643, and the cost of reproduction less depreciation 
as being $3,974,373. 

Although the Winston-Salem Southbound protesteg 
against the construction placed upon section 19-A of the 
act to regulate commerce, the Commisison adhered to the 
interpretation of that part of the law made in the Texas 
Midland case, 1 Val. Rep., 1; therefore, the issue between 
the railroad companies and the Commission as framed 
by the litigation which the Kansas City Southern initiated 
in the Supreme Court of the District of Columbia is un. 
affected by the modifications in the tentative report made 
by it in this the final report on the Winston-Salem South- 
bound. ; 


RATES ON CONDENSED MILK 


If the Commission adopts the recommendation of Attor- 
ney-Examiner Mackley, made in a tentative report on No, 
10334, Carnation Milk Products Company vs. McAdoo et 
al., and Sub.-Nos. 1 and 2 of the same title, the railroads 
which transported canned milk in carloads, between July 
21, 1915, and July 19, 1916, from Chehalis, Monroe, Stan- 
wood and Mount Vernon, Wash., to various destinations 
in Texas, Oklahoma, Wyoming, Colorado, Nebraska, Mis- 
souri, Pennsylvania, New York and Massachusetts, will 
have to make reparation for the difference between the 
rates imposed on the condensed canned milk and the 
rates on canned goods, between the same points of origin 
and destination. The rate imposed prior to June 21, 1915, 
was 85 cents on a minimum weight of 40,000 pounds. On 
that date a rate of 62.5 cents on a minimum of 60,000 
pounds was established on canned goods, but not on canned 
milk. On Feb. 26, 1916, the 62.5-cent rate and minimum 
were extended to canned milk. It is the recommendation 
of Mr. Mackley that the Commission condemn as unrea- 
sonable that rate of 85 cents and award reparation for 
the difference. 


RATES ON COAL 


An award of reparation is recommended by Examiner 
Abbott in a tentative report on No. 10378, Franklin C. 
Cornell, Ithaca, N. Y., vs. the Lehigh Valley et al., the 
examiner finding that rates for the transportation of an- 
thracite coal from Coxton, Pa., to East Ithaca, N. Y., were 
unduly prejudicial to the extent that they exceeded the 
rates contemporaneously in effect to Ithaca. At the hear- 
ing the defendant agreed to publish for the future the same 
rates on anthracite coal from Coxton to East Ithaca as to 
Ithaca. The examiner recommends that the Commission 
find that the complainant is entitled to reparation on all 
shipments made by him since January 1, 1917, the exact 
amount of which could not be determined on the presen! 
record. 


SOLVAY PROCESS CASE 


In a tentative report on No. 10363, Solvay Process Com- 
pany vs. Delaware, Lackawanna & Western et al., Attor 
ney-Examiner Burnside proposes a report by the Comms 
sion which would resolve in favor of the Commission 
the question as to whether the Commission has jurisdic 
tion over state rates. He also recommends that the rates 
fixed by the Director-General on limestone, from Jamesville, 
N. Y., to Solvay, N. Y., be condemned -as unreasonable 
and that the complainant be held entitled to reparation. 

“The rates in issue, although applicable only to intra 
state traffic,” says Mr. Burnside, “were initiated by the 









No. 2 


ll-inely. 
alue of 
eT such 
on law 
luation, 


first or 
id com- 
Decially 
ommis- 
report 
to be 
067 as 


being 
ciation 


otested 
of the 
to the 
Texas 
etween 
framed 
Litiated 
is un- 
t made 
South- 


< 


Attor- 
on No. 
doo et 
ilroads 
n July 
, Stan- 
lations 
i, Mis- 
Ss, will 
en the 
id the 
origin 
, 1915, 


miner 
lin C. 
., the 
of an- 
were 
d the 
hear- 
same 
as to 
ission 
on all 
exact 
‘esent 


Com- 
A ttor- 
mmis- 
ission 
{adic 

rates 
sville, 
nable 
ation. 
intra- 
y the 


May 17, 1919 


yirector-General of Railroads, and by section 10 of the 
federal control act the authority to determine the justness 
and reasonableness of such rates is vested in the Inter- 
state Commerce Commission. The Director-General filed 
formal answer denying any violation of the law, but was 
not represented at the hearing.” 

Not a word is said about the jurisdictional question by 
way of argument in support of the finding that section 
10 confers jurisdiction. That question, if raised on the 
argument in the case, will have to be brought forward 
by means of intervention, on behalf of the states, if at all. 
The complainant, having filed his petition with the Inter- 
state Commerce Commission, is not in position to say 
anything on the subject of jurisdiction, even if the pro- 
posed report were a finding in favor instead of against 
the rates. 

The intervention filed by Secretary Redfield was given 
more, but not much more, attention than was devoted to 
the jurisdictional question. In regard to Mr.. Redfield’s 
intervention, the report says that the Secretary of Com- 
merce was represented at the hearing and filed a brief 
supporting generally the contentions of the complainant, 
put urging in addition the power and primary duty of the 
Railroad Administration to foster and protect commerce, 
with only secondary regard to the adequacy of rates as 
sources of revenue. Mr. Burnside says the Secretary of 
Commerce differentiated in that respect between federal 
and private control, pointing to the fact that the Railroad 
Administration is given the support of public funds de- 
rived from general taxation. Mr. Redfield urged also, says 
the report, the importance of relieving complainant’s traf- 
fc from any unnecessary burden in view of the utility 
of its products, and their wide distribution. 

“However,” says the report, “in considering its duties 
and powers under the federal control act, in reviewing 
rates initiated by the Director-General, the Commission 
has concluded that the words ‘just and reasonable’ as used 
in that act have substantially the same meaning as in 
the act to regulate commerce, from which they are drawn 
(Willamette Valley Lumbermen’s Association vs. S. P. 
Co, 51 I. C. C., 250-8).” 

That is all the attorney-examiner had to say about the 
intervention of the Secretary of Commerce. Having 
reached the conclusion that the words, “just and reason- 
able,” mean the same as in the act to regulate commerce, 
there was no need for giving any further thought to the 
arguments of Mr. Redfield. The case, therefore, if the 
report is adopted, will be disposed of in accordance with 
cld and well-established principles, the chief of which is 
that there must be some relation between the cost of serv- 
ice and the rate. 

Examiner Burnside recommends that the Commission 
fnd that the rates charged by the defendants for the 
transportation of complainant’s limestone from Jamesville 
to Solvay, moving after June 25, 1918, were, and that 
the present rates are, and for the future will be, unjust 
and unreasonable to the extent that they exceeded or may 
exceed the rate of 17 cents per gross ton, increased by 25 
per cent, and that the complainant is entitled to repara- 
tion to the extent of the difference between the charges 
paid and those found just and reasonable. 


RATES ON SAND 


In a tentative report on No. 10365, Kaw River Sand & 
Material Company vs. Atchison, Topeka & Santa Fe et al., 
Examiner J. Edgar Smith recommends rates for the trans- 
portation of sand to destinations within the switching 
limits of Kansas City, Mo.-Kan., from points of origin 
within those limits and from nearby points of origin out- 
side of those limits. Reparation is denied. 

Examiner Smith recommends that the Commission find 
that for the future rates for the transportation of sand 
for deliveries on team tracks or industrial sidings within 
the switching limits of the Kansas City, Mo.-Kan., district, 
from points outside thereof not exceeding 7 miles from the 
Present switching limits of said district, or for its switch- 
ing within that district, should not exceed the following 
a just and reasonable individual and joint rates and 
charges, to be observed as maxima: 

FOR THE TRANSPORTATION OF SAND IN CARRIER 

EQUIPMENT. 


1-ling haul, 14%c per 100 Ibs.; $15.00 per carload 100,000 Ibs. 
2-ling haul, 1%c per 100 Ibs.; $17.50 per carload 100,000 Ibs. 
8-line haul, 2c per 100 Ibs.; $20.00 per carload 100,000 Ibs. 
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FOR THE TRANSPORTATION OF SAND IN EQUIPMENT 
FURNISHED BY THE SHIPPER. 


1-line haul, 1c per 100 Ibs.; $10.00 per carload 100,000 Ibs. 
2-line haul, 1%c per 100 Ibs.; $12.50 per carload 100,000 Ibs. 
3-line haul, 144c per 100 lbs.; $15.00 per carload 100,000 Ibs. 


Examiner Smith finds that no specific damage has been 
shown and that no reparation should be granted in con- 
nection with readjustment of rates. 


TAP LINE DECISION QUESTIONED 


The Trafic World Washington Bureau. 


The Warren & Ouachita Valley has petitioned the Com- 
mission to re-open the tap line case, in so far as that liti- 
gation affects it, with a view to allowing it divisions large 
enough to enable it to live. In the petition the company 
challenges the conclusions of fact on which the Commis- 
sion based its report as to the Warren & Ouachita Valley. 

According to the declaration in the petition, the Com- 
mission, in its report on the W. & O. V., said that “more 
than 90 per cent of the tonnage and revenue of this line 
is derived from the business of the controlling industries,” 
the Southern Lumber Company and’ the Arkansas Lumber 
Company, concerns which. have plants at Warren, Ark., 
the principal station on the line of the petitioning carrier. 

The facts, as alleged in the petition, are that, as a mat- 
ter of record, shown by the petitioner’s reports to the Com- 
mission, more than 20 per cent of the revenue for 1910 
was derived from passenger service alone and that from 
40 to 50 per cent of its total revenue was derived from 
sources having no connection with the two controlling lum- 
ber companies. : 

For six months after the government took possession of 
the railroads the Warren & Ouachita Valley considered 
itself under government control and it was so advised by 
the regional director. But July 1 it was advised that it was 
not, even if it had ever been, under government control. 
Since that time the traffic that remained to it after the 
shippers lost confidence in its ability to deliver freight, 
which confidence was impaired by the course of the Com- 
mission in the tap line case, has been diverted so that 
from being a first-class line that had shortened the mileage 
between Little Rock and Warren and reduced the pas- 
senger fare, it has become a “source of worry” to its 
owners and those who use it, because the property is so 
run down that the operation of trains over it has become 
dangerous. The road is restricted to either $2 per car or 
a division not exceeding 2.5 cents per 100 pounds. The 
earnings under such allowances, the petition says, are 
barely enough to pay the cost of handling the traffic, leav- 
ing nothing for the return to capital or maintenance. 

During the test period its average monthly revenues 
was $4,950. At present the average is less than $2,000. 
The petition says that the only hope for this common car- 
rier railroad is that the Commission will treat it as it 
treated the Algoma, Central & Hudson Bay and ten other 
short lines, which, on re-consideration, it relieved from 
the odium implied from its finding that they were tap or 
plant facility lines, not entitled to treatment as common 
carriers serving a public necessity. 


POWER OVER STATE RATES 


The Trafic Worid Washington Bureau. 

In a memorandum on behalf of the Director-General con- 
cerning the tentative report of Attorney-Examiner Smith 
on Nos. 10325 and 10340, Swift & Co. vs. the Director- 
General, and St. Louis Independent Packing Co. vs. the 
Director-General, R. V. Fletcher, assistant general counsel 
of the Railroad Administration, asks the Commission to 
reject that part of the report which deals with the power 
of the Commission over intrastate rates. 

The cases have to do with an effort on the part of the 
Director-General to establish an equality of rates applying 
on livestock from points of origin in Missouri to St. Louis 
and East St. Louis, a delivery charge of $2.50 per car at 
St. Louis being involved. 

Mr. Smith recommended that the Commission make a 
finding that the rates and charges involved in the cases 
were not subject to the jurisdiction of the Commission. 
It is the contention of Mr. Fletcher that the rates in ques- 
tion fall within the category of initiated rates, and that 
furthermore the Commission has full jurisdiction to de- 
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termine the issues entirely independent of the question of 
whether the intrastate rates involved were within the con- 
trol of the Commission or of the state commission. 

“It seems to us,” Mr. Fletcher says in his memorandum, 
“that it would be very unfortunate for the Commission to 
make a declaration on this subject in a case in which a 
declaration is not needed to dispose of the issues in the 
case. 

“The Commission is doubtless aware of the fact that 
there has just been submitted to the Supreme Court of 
the United States a case from North Dakota involving the 
question of the power of state commissions over intrastate 
rates during the period of federal control. This case, when 
decided, may go very far toward clearing up disputed ques- 
tions of law as to the power of state commissions and of 
this Commission in the matter of intrastate rates. We 


submit that this Commission should not, unless forced to 
do so by the exigencies of the case, undertake to pass upon 
any phase of this question in advance of the decision by 
the Supreme Court of the United States.” 


SHIPPER SPEAKS HIS MIND 


+S. A. Wacker, vice-president of the Acme Cement Plaster 

Company, St. Louis, writes as follows under date of May 
15, to W. C. Kendall, manager, Division of Operation, Car 
Service Section, U. S. Railroad Administration: 

“IT have just had handed me eight claims on double 
loaded shipments, caused by your agents having failed to 
comply with your order to check these shipments at both 
destinations. 

“It is our desire (and, I presume, the desire of every 
shipper) to economize equipment to the minimum. When 
we do so, however, we are subjected to annoyance and loss, 
due to failure on the part of the agents of the carriers to 
perform .their duty as imposed upon them by the govern- 
ment representatives, and when we ask for redress we re- 
ceive arrogant, saucy letters from the claim agents, who 
refuse to consider our claims and almost demand that we 
apologize for addressing them on the subject. Upon refer- 
ring the matter to you, we receive a letter, such as we did 
recently, side-stepping the proposition. 

“All the above practically convinces me that our efforts 
are not appreciated and that we had better cease in our 
endeavors to assist the carriers to earn the maximum 
amount by heavy loading. If you fail to ‘back up’ the 
shipper by assisting him in obtaining just treatment, you 
cannot expect him to ‘back you up’ when you have de- 
serted him and left him in the lurch with a heavy Dill 
to pay. 

“What I desire to know is, what are you going to do 
about it? I have almost reached the point where it is a 
matter of indifference to me. However, I don’t propose 
to take any more chances with people whose attitude 
plainly indicates their unwillingness to reciprocate, and 
this, in my opinion, has been the attitude of the carriers 
and their representatives in the handling of this matter.” 


PASSING REPORTS AND TRACERS 


Regional Director Smith writes as follows to federal 
managers and general managers of Eastern Region rail- 
roads: 

“At a recent conference in Washington with a special 
committee of the National Industrial Traffic League, it de- 
veloped that shippers are seriously concerned account of 
the alleged inability to satisfactorily trace shipments, it 
being stated that in consequence of this situation numer- 
ous unnecessary claims have been presented and, in cer- 
tain instances, paid. 


“As a means of relief they suggest the maintenance of 
less-carload records at transfer points, as well as of car- 
load shipments at junction points; also that they be per- 
mitted to communicate directly with local agents at points 
of origin in tracing shipments, rather than with division 
freight agents or other officers. 


“If the situation is as represented, consideration should 
be given to the inauguration of some plan which will prove 
more satisfactory, and suggestions as to how the subject 
can best be handled are solicited. 

“In connection with the matter of passing reports, pre- 
vious correspondence develops a lack of uniformity in pre- 
vailing practices, and it appears that we should now de- 
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cide whether to continue the use of passing reports, which 
were originally designed as an aid to traffic solicitation. 
substitute therefor the use of manifest systems, which, jf 
currently maintained, would provide ways by which traffic 
and operating officers might be informed as to location 
of all cars containing commodities embraced within the 
classification. If the latter plan be adopted it will phe 
necessary to decide upon a list of commodities to be jp. 
cluded within such classification, and I shall be glad to 
have your suggestions along this line. I think it woulg 
be generally agreed that cars containing less-carload ship- 
ments shoul. be included therein irrespective of desting. 
tion. 

“In the matter of tracing of delayed shipments consid. 
eration should be given to the rules adopted by the Amer. 
ican Railway Association on May 17, 1916, with which 
you are familiar. It:is also important to decide whether 
the matter of tracing should be handled through the car 
service or traffic departments. 

“Will you please write me as to your present method 
of handling passing reports and tracing, and whether the 
results have been satisfactory to shippers and receivers of 
freight; also let me have your recommendations as to any 
changes which should be made in your present practices, 
I should also like to have your views as to the establish. 
ment and maintenance of less-carload records at transfer 
points and a manifest system for carload shipments, and 
what you estimate the expense would be for the lines 
under your jurisdiction, and whether you consider such 
additional expenditures would be justified.” 


BOX CAR DISTRIBUTION 


Regional Director Aishton has issued the following sup- 
plement No. 1 to Freight Car Distribution Notice No. 10: 

“Box cars of less than 60,000 pounds’ capacity may be 
utilized as follows: 

“(a) Cars belonging to railroads in other regions may 
be loaded to or in the direction of the home road and 
accepted in interchange, provided load takes the car di- 
rectly to the home road or to a road in the same region. 

“(b) Cars belonging to railroads in the Northwestern 
Region may be loaded and accepted in interchange pro 
vided the load takes the car directly to a point on the 
home road. 

“(c) Cars belonging to railroads not under federal con- 
trol may be loaded and accepted in interchange when con: 
ae to any point on or in the direction of the home 
road.” 


DEMAND FOR HOPPER CARS 


In Circular CS61, W. C. Kendall, manager of the Car 
Service Section, says: 


“Increase in the movement of coal, ore, and road-building 
materials incident to the reopening of the season of lake 
navigation and the resumption of road building activity is 
producing a greater demand for hopper bottom self-clear- 
ing cars in eastern railroads car pool territory. 

“In order, therefore, to assemble such equipment on 
lines in home territory, all roads not members of the east- 
ern railroads car pool are directed that all hopper or s0- 
called self-clearing cars. (designated in the Official Railway 
Equipment Register under M. C. B. Class ‘H’) of eastern 
railroads car pool ownership must, until further notice, be 
returned loaded, if loading is available with reasonable 
promptness, but otherwise empty by the most direct route 
to the nearest pool member road. 


“Any ‘member’ road will be considered the ‘home’ road 
for cars included in this arrangement. 

“Emergency Rule 1 of General Order CS1, dated April 26, 
1917, is hereby modified as necessary to permit car move 
ment in accordance herewith.” 


HINES ON TOUR. 


Director-General Hines left Washington May 13 for 4 
trip through the central West and will return to Wash- 
ington May 21. He will address the convention of the 
Order of Railway Conductors at St. Louis May 19. At 
Cincinnati, May 20, he will address a convention of rail- 


.way clerks, and at Columbus the same day he will address 


the convention of Brotherhood of Railway Trainmen. 
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FOURTH SECTION POWER 


(U. S. Supreme Court Decision.) 
No. 215—October Term, 1918. 


Appeal from. the 
District Court of 
the United States 
for the District 
of Oregon. 


skinner and Eddy Corporation, Appellant, 
vs 


The United States of America, Interstate 
Commerce Commission, The Baltimore 
& Ohio Railroad Company, et al. 

[May 5, 1919.] 
Mr. Justice Brandeis delivered the opinion of the Court. 


The last paragraph of section four of the act to regu- 
late commerce, as amended by act of June 18, 1910, c. 309, 
sec. 8, 36 Stat. 539, 547, declares that: “Whenever a 


carrier by railroad shall in competition with a water route. 


or routes reduce the rates on the carriage of any species 
of freight to or from competitive points, it shall not be 
permitted to increase such rates unless after hearing by 
the Interstate Commerce Commission it shall be be found 
that such proposed increase rests upon changed conditions 
other than the elimination of water competition.” 

On Aug. 21, 1916, Skinner and Eddy Corporation brough 
this suit in the District Court of the United States for 
the District of Oregon to enjoin an increase in carload 
rates on iron and steel products from Pittsburgh to Seattle. 
The United States, the Commission, and sixteen railroads 
were joined as defendants. The bill charged that the 
action of the carriers in increasing their rates and that 
of the Commission in. authorizing such increase violated 
the above provision of the commerce act and, being be- 
yond their respective powers, was void. The relief asked 
against the carriers was to prevent the collection of the 
proposed increased rates until the “Commission shall have 
held a hearing to determine whether the proposed in- 
creases rest upon changed conditions other than the elimi- 
nation of water competition.” The relief asked against 
the Commission was to prevent its taking any steps to 
enforce certain orders “so far as the same permit” such 
increases. An application for an interlocutory injunction 
heard before three judges on Dec. 29, 1916, was denied; 
and later the bill and a supplemental bill, filed Dec. 16, 
1916, were dismissed on the ground that they do not state 
any cause of action. The case comes here by direct ap- 
peal. The essential facts are these: 

After the decision by this court in Inter-Mountain Rate 
Cases, 234 U. S. 476, and while the Sacramento Case 
(United States vs. Merchants’ & Manufacturers’ Traffic 
Association, 242 U. S. 178) was pending in the District 
Court, carriers forming connecting lines between Pittsburgh 
and Seattle applied to the Commission in the same pro- 
ceeding for further modification of Amended Fourth Sec- 
tion Order 124, so as to permit a reduction in carload rates 
on iron and steel products from Pittsburgh to Seattle with- 
out making such reduced rates applicable to intermediate 
points of destination. An order granting leave for a re- 
duction from 80 cents* to 65 cents per 100 pounds was 
entered March 1, 1916. Rates on Iron and Steel Articles, 
38 I. C. C. 237. The carriers soon thereafter filed tariffs 
making that reuction effective April 10, 1916; and on that 
date, the 65-cent rate became operative. 


During March, 1916, two applications had been made to 
the Commission in the same proceeding on behalf of ship- 
pers to reopen for further consideration other fourth sec- 
tion applications of carriers concerning westbound trans- 
continental rates and for modification of orders issued 
thereon. The petitioners for such modification were the 
Spokane Merchants’ Association and the Railroad Commis- 
sion of Nevada, which had theretofore taken an active 
part in the proceedings (Railroad Commission of Nevada 
vs. Southern Pacific Co., 21 I. C. C. 329; Commodity Rates 
to Pacific Coast Terminals, 32 I. C. C. 611). Their prayer 
was for removal of the existing discrimination in transcon- 
tinental freight rates against the intermountain territory 
and in favor of the Pacific coast ports. The ground al- 
leged for seeking the modification was that by reason 
of slides in the Panama Canal and the increased demand 
for shipping due to the world war, water competition, 
Which had theretofore been held to justify lower rates to 
the Pacific coast ports, had in large part disappeared. 


—__. 


*80 cents was the specific published rate; but the combination 
of the Pittsburgh-Chicago rate of 18.9 cents and the Chicago- 
Seattle rate of 55 cents was 73.9 cents, and it was at this rate 
that the traffic from Pittsburgh actually moved. 
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Thereupon the Commission reopened on April 1, 1916, these 
applications, including that on which was entered the 
order of March 1, 1916, respecting iron and steel rates 
from Pittsburgh to,Seattle; and a hearing was ordered 
“respecting the changed conditions which are alleged in 
justification of a modification of the Commission’s orders.” 

None of the railroads had requested the reopening of 
the applications or the hearing; and when it was held, all 
opposed further modification of the transcontinental rates. 
No increased rates were proposed by them, and no specific 
increased rates were considered by the Commission. The 
petitioners introduced evidence respecting the changed 


‘ conditions as a basis for modifying the several fourth 


section orders. On June 5, 1916, the Commission filed a 
report (Reopening Fourth Section Applications, 40 I. C. C. 
35) in which it found that while the Panama Canal had 
been meanwhile reopened there was not then “any effect- 
ive water competition between the two coasts” or likely 
to be any in the near future, and that “the war and an 
unparalleled rise in prices for ocean transportation have 
so changed the situation as to transform a relation of 
rates which was justified when established to one that is 
now unjustly discriminatory against intermediate points.” 
It found also that these conditions were temporary. An 
order (amended July 13, 1916) was then entered, effective 
Sept. 1, 1916, rescinding those previously entered on the 
several applications of carriers, including that of March 
1, 1916, authorizing the 65-cent Pittsburgh-Seattle rate; 
and the carriers were directed to reduce the degree of 
discrimination then existing in favor of Pacific coast ports 
as against intermediate territory. 


Upon entry of this order the carriers filed tariffs effect- 
ive Sept. 1, 1916, raising, among others, the Pittsburgh- 
Seattle iron and steel rates from 65 cents to 94 cents. 
Promptly, on Aug. 4, 1916, Skinner & Eddy Corporation 
protested, requested that the tariffs be suspended until 
a hearing could be had thereon, and alleged that the pro- 
posed increase violated, as later set forth in its bill of 
complaint, the last paragraph of the fourth section. Their 
request was not then granted. Thereafter, by action of 
the Commission and the carriers, not necessary to detail, 
the effective date of the tariff fixing the 94-cent rate was 
postponed to Dec. 30, 1916; and meanwhile these tariffs 
were, with consent of the Commission, canceled upon the 
understanding that new tariffs fixing a 75-cent rate effect- 
ive on that day would be filed. When the 75-cent rate 
was filed, Skinner & Eddy Corporation again protested 
on the same ground and made, as theretofore, the same 
request for a suspension of the tariffs and a hearing; and 
again the request was not granted. 


First—The defendants contend that the District Court 
did not have jurisdiction of the subject matter of this 
suit; because orders entered in a fourth section proceed- 
ing cannot be assailed in the courts; at least, not until 
after a remedy has been sought under sections 13 and 15 
of the act to regulate commerce. This contention pro- 
ceeds apparently upon a misapprehension of plaintiff’s po- 
sition. If plaintiff had sought relief against a rate or prac- 
tice alleged to be unjust because unreasonably high or 
discriminatory, the remedy must have been sought: pri- 
marily by proceedings before the Commission, Loomis vs. 
Lehigh Valley Railroad Co., 240 U. S. 43, 50; Texas & 
Pacific Ry. Co. vs. American Tie & Timber Co., 234 U. S. 
138, 146; The Minnesota Rate Cases, 230 U. S. 352, 419; 
Robinson vs. Baltimore & Ohio Railroad Co., 222 U. S. 
506; Baltimore & Ohio Railroad Co. vs. Pitcairn Coal Co., 
215 U. S. 481; and the finding thereon would have been 
conclusive, unless there was lack of substantial evidence, 
some irregularity in the proceedings, or some error in 
the application of rules of law; Manufacturers’ Ry. Co. 
vs. United States, 246 U. S. 457, 482; Pennsylvania Co. 
vs. United States, 236 U. S. 351, 361; the Los Angeles 
Switching Case, 234 U. S. 294, 311; Kansas City Southern 
Ry. Co. vs. United States, 231 U. S. 423, 440; Procter &- 
Gamble Co. vs.. United States, 225 U. S. 282, 297-298; In- 
terstate Commerce Commission vs. Union Pacific Railroad 
Co., 222 U. S. 541. But plaintiff does not contend that 
75 cents is an unreasonably high rate or that it is dis- 
criminatory or that there was mere error in the action 
of the Commission. The contention is that the Commis- 
sion has exceeded its statutory powers; and that, hence, 
the order is void. In such a case the courts have juris- 
diction of suits to enjoin the enforcement of an order, 
even if the plaintiff has not attempted to secure redress 
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in a proceeding before the Commission. Interstate Com- 
merce Commission vs. Diffenbaugh, 222 U. S. 42, 49; Lou- 
isiana & P. Ry. Co. vs. United States, 209 Fed. 244, 251; 
Atlantic Coast Line R. Co. vs. Interstate Commerce Com- 
mission, 194 Fed. 449, 451. The Sacramento Case, supra, 
was a case of this character. Compare Interstate Com- 
merce Commission vs. Louisville & Nashville Railroad Co., 
227 U. S. 88, 92; Southern Pacific Co. vs. Interstate Com- 
merce Commission, 219 U. S. 433. The District Court 
properly assumed jurisdiction of this suit. 

Second—The defendants contend, also, that if the sub- 
ject matter was within the jurisdiction of a District Court 


of the United States, it was not within that of Oregon. 


The objection is based upon the act of Oct. 22, 1913, c. 
32, 38 Stat. 208, 219, which declares: “The venue of any 
suit hereafter brought to enforce, suspend, or set aside, in 
whole or in part, any order of the Interstate Commerce 
Commission shall be in the judicial district wherein is 
the residence of the party or any of the parties upon 
whose petition the order was made.” And it is asserted 
that the parties upon whose petition the order was made 
are the Merchants’ Association of Spokane, a resident of 
the Eastern District of Washington, and the Railroad Com- 
mission of Nevada, a resident of the District of Nevada. 
The applications of these parties, filed in March, 1916, 
were doubtless instrumental in securing a reopening of 
the proceedings which resulted in the order complained 
of. But the prcceedings in which the order was made 
were the original applications of carriers for relief under 
the fourth section. The report and the order are entitled: 
“In the Matter of Reopening Fourth Section Applications.” 
One of the carriers which had made such application for 
relief from the provisions of the fourth section was a 
resident of Oregon, namely, the Oregon-Washington Rail- 
road and Navigation Company; and as it was joined as 
defendant in the suit, the District Court for Oregon had 
jurisdiction over the parties. 

Third—The main contention of plaintiff is that, as the 
carriers had in 1916 reduced the rate from 80 cents to 
65 cents, neither the carriers nor the Commission had 
power to increase the rate without a prior finding by the 
Commission upon proper hearing “that such proposed in- 
crease rests upon changed conditions other than the elimi- 
nation of water competition;” and that no such hearing 
had been had or finding made. 

In construing this provision it is important to bear in 
mind the limits of the Commission’s control over rates. 
Neither the act to regulate commerce nor any amendment 
thereof has taken from the carriers the power which they 
originally possessed, to initiate rates; that is, the power, 
in the first instance, to fix rates or to increase or to reduce 
them.* Legislation of Congress confers now upon the 
Commission ample powers to prevent by direct action the 
exaction of excessively high rates. The original act, pro- 
ceeding upon the common law rule which prohibits public 
earriers from charging more than reasonable rates, gave 
the Commission power to declare illegal one unduly high; 
but even after such a determination the Commission 
lacked the power to fix the rate which should be charged. 
Cincinnati, New Orleans & Texas Pacific Ry. Co. vs. Inter- 
state Commerce Commission, 162 U. S. 184, 196-197; Inter- 
state Commerce Commission vs. Cincinnati, New Orleans 
& Texas Pacific Ry. Co., 167 U. S. 479; Interstate Com- 
merce Commission vs. Alabama Midland Ry. Co., 168 U. S. 
144, 161. Effective control was not secured until the act 
of 1906 had given to the Commission the power to fix, 
after such hearing, the rate which should be charged; 
Interstate Commerce Commission vs. Humboldt Steamship 
Co., 224 U. S. 474, 483; and the act of 1910 had given it 
power to suspend, during investigation, tariffs for new 
rates, and placed upon the carrier the burden of proof 
to establish the reasonableness of the increased rates, 
M. C. Kiser Co. vs. Central of Georgia Ry. Co., 236 Fed. 573. 

Congress, however, steadfastly withheld from the Com- 
mission power to prevent by direct action the charging 
of unreasonably low rates. The common law did not rec- 
ognize that the rate of a common carrier might be so 


*By Act of August 9, 1917, c. 50, sec. 4, 40 Stat. 270, 272, it 
was provided that until January 1, 1920, no increased rate or 
fare shall be filed except after approval thereof has been 
secured from the Commission. On the 28th day of December, 
1917, the government took control of the railroads, as a war 
measure, under Act of August 29, 1916, c. 418, 39 Stat. 619, 645. 
a of December 26, 1917, Proclamations 1917-1918, 
pp. 89, 90. 
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low as to constitute a wrong; and Congress has dec ined 
to declare such a rule. Despite the original act to -egy. 
late commerce, and all amendments, railroads still haye 
power to fix rates as low as they choose and to rv duce 
rates when they choose.* The Commission’s power ove; 


them in this respect extends no further than to discourage 
the making of unduly low rates by applying deterrents 
One such deterrent is found in the fact that low ‘ates 
because voluntarily established by the carrier, may je ae. 
cepted by the Commission as evidence that other rates 
actual or proposed, for comparable service are unreasen. 
ably high. Board of Trade of Carrollton, Ga., vs. Centra] 
of Georgia Ry. Co., 28 I. C. C. 154, 164; Sheridan Chamber 
of Commerce vs. Chicago, Burlington & Quincy Railroad 
Co., 26 I. C. C. 638, 647. Compare Louisville & Nashville 


‘Railroad Co. vs. United States, 238 U. S. 1, 11 et seq 


The voluntary making of unremuneratively low rates jp 
important traffic may also tend to induce the Commission 
to resist appeals of carriers for general rate increases on 
the ground of financial necessities. But the main source 
of the Commission’s influence to prevent excessively low 
rates lies in its power to prevent unjust discrimination, 
Compare Houston, East & West Texas Ry. Co. vs. United 
States, 234 U. S. 342. The order prohibiting the unjust 
discrimination, however, leaves the carrier free to continue 
the lower rate; the compulsion being that if the low rate 
is retained, the rate applicable to the locality or article 
discriminated against must be reduced. That is, the car. 
rier may remove the discrimination either by raising the 
lower rate to the relative level of the higher, or by lower. 
ing the higher to the relative level of the lower, or by equal- 
izing conditions through fixing rates at some intermediate 
point. American Express Co. vs. Caldwell, 244 U. S. 61, 
624. 

A special group of cases in which the Commission may 
indirectly prevent unduly low rates through its power to 
prevent unjust discrimination is that provided for by the 
long and short haul clause. It was enacted to remedy one 
large class of discriminations by creating a legislative pre- 
sumption that the charge of more for a short haul under 
substantially similar circumstances and conditions than 
for a longer distance over the same line in the same direc. 
tion was unjust. As originally enacted the provision was 
construed to authorize the carrier to determine primarily 
whether the required dissimilarity of circumstances and 
conditions existed and also to authorize the acceptance of 
competitive conditions as a justification of a lower rate 
for the longer distance. So construed, the provisions 
proved inefficacious, and the act was amended in 1910 by 
striking out the “substantially similar circumstances and 
conditions” clause and making the prohibition absolute 
except to “the extent to which such designated common 
carrier may be relieved from the operation of this section” 
by the Commission. Intermountain Rate Cases, supra. 
But the lack of power to prevent by direct action ex 
cessively low rates remains; the carrier still having the 
option, if relief from the operation of. the fourth section 
is denied, to keep in effect the low rate to the more dis- 
tant point by lowering the rates to intermediate points. 

The last paragraph of section four, here in question, 
which was added by the act of 1910, was designed to pre 
vent the railroads from killing water competition by mak- 
ing excessively low rates. But again Congress refrained 
from prohibiting the carrier to reduce the rate and de 
clined to confer upon the Commission power to prevent by 
direct action a reduction. The act still leaves the carrier 
absolutely free to make as low a rate as it chooses; and 
merely provides another deterrent, in declaring that, if 
the rate is once reduced in competition with a water route 
or routes, it cannot, thereafter, be increased, “unless after 
hearing by the Interstate Commerce Commission it shall 
be found that such proposed increase rests upon changed 
conditions other than the elimination of water competi 
tion.” This provision may become operative in any case 
where there has been competition between a railroad and 
a water line, inland or coastwise. But we have now to de 
termine merely whether the prohibition applies where the 
rates in question were reduced with the approval of the 
Commission given after hearing, by order entered upon 
application of the carrier for relief from the operation of 
the fourth section. 


*Subject only to the requirement of notice as provided in 
section 6 of the Act to Regulate Commerce, as amended, 
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The language of the paragraph is general and read alone 
might compel that construction. But it may not be read 
alone. It must be construed in the light of the purpose of 
its enactment, of the earlier paragraphs of section four, 
and of other sections in the act to regulate commerce de- 
signed (o prevent unjust discrimination. The specific pur- 
pose of section four was to prevent discrimination by 
charging less for the longer haul, unless in the opinion of 
the Commission the circumstances make such action just. 
Discrimination, just when sanctioned, may become most 
unjust. Recognizing this fact, Congress provided that the 
judgment of the Commission should be exercised “from 
time to time” to determine “the extent to which [the] 
* * * carrier may be relieved from the operation of this 
section.” In.other words, the leave granted is not for all 
time. It is revocable at any time, either because it was 
jmprovidently granted or because new conditions have 
arisen which make its continuance inequitable. The spe- 
cific purpose of the last paragraph of section four is to en- 
sure and preserve water competition, to preve&t compe- 
tition that kills. A reduction made under the authority 
of a fourth section order after full hearing must have been 
found by the Commission to have been reasonably neces- 
sary in order to preserve competition between the rail and 
the water carrier. A reduction so made is not within the 
reason of the prohibition declared by the last paragraph. 
Transportation conditions are not static; the oppressor of 
today may tomorrow be the oppressed. And in order to 
preserve competition between rail and waier carriers it is 
necessary that the Commission’s power to approve a modi- 
fication of rates be as broad as it is to approve a modifica- 
tion in order to prevent unjust discrimination. Even a 
literal reading of section four would not require that pro- 
hibition contained in the last paragraph be extended to 
reductions made with the approval of the Commission. 
The preceding paragraph declares that “the Commission 
may from time to time prescribe the extent to which such 
designated common carrier may be relieved from the op- 
eration of this section.” The last paragraph is a part of 
the section. Why should not the Commission’s power to 
relieve be extended to it? 

The construction contended for by plaintiff would rather 
ensure monopoly than preserve competition. If a rail rate 
reduced in competition with a water route for the avowed 
purpose of preserving competition by rail should result, 
contrary to the Commission’s expectations, in eliminating 
the water competition, because so low as to drive the 
water carrier out of business, then the prohibitively low 
rate would have to be continued permanently and other 
water competition be thereby prevented from arising, un- 
less, perchance, some changed condition should develop 
which might make removal of the bar possible; or, if 
the reduction in the rail rate, sanctioned by the Commis- 
sion under the fourth section as not unjustly discriminat- 
ing against intermediate points, because forced upon the 
rail carriers by oppressive water competition designed to 
destroy its business to the port, should become thereafter 
unjustly discriminatory, because the water carrier, de- 
stroyed by its own rate cutting, abandoned the route, still 
the low rail rate and resuiting discrimination would have to 
continue. Only compelling language could cause us to im- 
pute to Congress the intention to produce results so ab- 
surd; and the language of the last paragraph of section 
four is clearly susceptible of the more reasonable con- 
struction contended for by defendants. 

Fourth—The defendants further contend that, even if 
the prohibition of the last paragraph of section four be 
construed to apply also where the reduction was made 
with the authority of the Commission, the increase of the 
Pittsburgh-Seattle rate to 75 cents is valid, because the 
finding of the Commission complies with the prescribed 
condition that the increased rate must rest “upon changed 
conditions other than the elimination of water competi- 
tion.” It found in terms that: “the conditions formerly 
existing have materialy changed;” that “the withdrawal 
of boats from this [coast to coast] service has not been 
on account of the rates made by the rail carriers with 
Which the boats compete, but on account of slides in the 
Panama Canal and the extraordinary rise in ocean 
freights;” that the substantial disappearance of water 
Competition was merely. temporary; that competing water 
carriers “announced their intention ultimately to return 
to thi. service” and “that the time of such return de- 
bende: in part upon the measure of the rates they would be 


THE TRAFFIC WORLD 


1039 


able to secure for this service in competition with the 
rail lines.” It is clear that the changed conditions so 
found are something other than the “elimination of water 
competition” which Congress intended should not justify 
raising the reduced rates. Compare American Insulated 
Wire & Cable Vo. vs. Chicago & North Western Ry. Co., 26 
I. C. C. 415, 416. . 

Fifth—The plaintiff attacks, however, the validity of the 
order of June 5, 1916 (amended July 13, 1916), also on 
the ground that it was not made upon application of the 
carrier—insisting that application by the carrier is not 
only a prerequisite to the original granting of relief under 
the fourth section, but also to the modification from time 
to time by the Commission of the relief afforded. This 
court expressed in the Sacramento Case, supra, at p. 187 
its doubt whether such application was a prerequisite even 
to the original granting of relief. It is clear that applica- 
tion by the carrier is not a prerequisite to modification. 
As shown above, orders granting relief under the fourth 
section are not grants in perpetuity. Neither a carrier nor 
a favored community acquires thereby vested rights. Nec- 
essarily implied in each such order. is the term, “until 
otherwise ordered by the Commission;” and the original 
application is always subject to be reopened, as it was 
here. 

The District Court did not err in dismissing the bill 
(and supplemental bill) on the merits; and its decree is 
affirmed. 


MARCH OPERATION FIGURES 


The Traffic World Washington Bureau. 


A statistical picture of what happened to the tonnage 
of the railroads in March, compared with the same month 
of last year, has been prepared by the Operation Statistics 
Section of the Division of Operations of the Railroad Ad- 
ministration. It shows a reduction of 23.2 per cent in the 
revenue and non-revenue net ton miles in March, 1919, 
as compared with March, 1918. Fhe net ton miles de- 
creased from 37,706,100,000 to 28,952,925,000. The net ton 
miles per mile of road per day decreased from 5,273 to 
4,059. The train miles decreased 22.4 per cent, or from 
56,636,000 to 43,972,000. The net ton miles per train mile 
decreased 1.2 per cent, or from 666 to 658. In other words, 
there was a slacking up in the intensive loading in March ° 
as compared with the same month in 1918. 


There was a decrease of 22.4 per cent in the loaded 
freight car miles, which fell from 1,352,427,000 to 1,049,- 
984,000. There was also a decrease in the empty freight 
car miles of 9 per cent, or from 540,630,000 to 491,909,000. 
The decrease in both loaded and empty freight car miles 
was 18.6 per cent, the total running down from 1,893,057,- 
000 to 1,541,893,000. 

A slight decrease took place in the average number of 
freight cars on the line, daily, the reduction being from 
2,451,449 to 2,432,469, or .8 per cent. The number of un- 
serviceable cars increased from 5.1 to 5.6 per. cent. 


The net ton miles per loaded car mile decreased 1.1 
per cent, or from 27.9 to 27.6. The per cent of loaded to 
total car miles decreased 4.6 per cent, from 71.4 to 68.1. 
and the car miles per day ran down 18.1 per cent, from 
24.9 to 20.4 miles. In other words, there was a decrease 
in the loading and in the speed. The net ton miles per 
car day fell off from 22.6 per cent, from 496 to 384. 

While there was a decrease in the freight business in 
March, there was an increase in passenger traffic in Jan- 
uary and February. The number of passengers carried 
one mile increased in February, 1919, over February, 1918, 
8.1 per cent, the increase in passengers being from 2,905,- 
442,036 to 3,139,935,739. The increase for the two months 
was 9.8 per cent, or from 6,012,429,960 to 6,598,643,073. 

The freight train performance statistics in March show 
7,445 net ton miles per hour per train, with a train speed 
of 10.8 miles per hour, 692 net ton miles per train mile, 
47.9 per cent of net ton miles to gross ton miles, 68 per 
cent of loaded car miles to loaded car miles, 27.7 net ton 
miles per loaded car mile, 1,444 gross ton miles per train 
mile, and 67.8 per cent gross ton miles to rating ton mile. 
In the matter of freight locomotive performance, the show- 
ing is 108 per cent of locomotives to train mile, 29,987 
as the average number of freight locomotives, of which 
27.9 per cent were unserviceable; 51 locomotive miles per 
locomotive day, 1,269 gross ton miles per locomotive mile 
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and 31,005 net miles per total locomotive day. The loco- 
motives consumed 5,936,664 tons of coal, 250 pounds of 
coal being used to produce a locomotive mile, and 197 
tons to produce 1,000 gross ton miles. 

In the matter of passenger train performance in March 
the train miles decreased 1.4 per cent, or from 43,085,000 
to 42,492,000. The passenger car miles increased .2 of 1 
per cent, or from 263,911,000 to 264,436,000. The locomo- 
tive miles decreased 1.3 per cent, or from 45,164,000 to 
44,595,000. The average number of passenger locomotives 
in service increased from 13,709 to 14,028, but the number 
of unserviceable locomotives increased from 20.4 to 26.8 
per cent. The coal consumption decreased from 3,706,957 


to 2,532,566. The consumption per locomotive mile de- 
creased from 119.9 pounds to 113.6 pounds and from 20.5 
to 19.2 pounds per passenger train car mile. 


RAILWAY REVENUES 


The Trafic World Washington Bureau. 


A summary of the results of operation of the class I 
steam roads in March, and for the three months ending 
with March, was made public by the Commission May 10. 
It shows for the country as a whole only a small increase 
in operating revenue in March, 1919, over March, 1918, 
which was one of the most unfavorable months the rail- 
roads had ever known, from an operating point of view. 
The increase was from $366,369,962 to $376,896,509; ex- 
penses increased from $284,211,122 to $347,373,090, and the 
net revenue declined from $82,158,840 to $29,532,419. The 
operating income fell from $66,948,017 to $14,489,941. The 
ratio ran up from 77.57 to 92.17. 

The Commission figured that the railroads that month 
earned only $10,842,608 toward the $62,756,806 which the 
government has agreed to pay as rent for the use of the 
railroad property. That figure of $10,842,608 is what is 
left after making the deductions from operating income 
that are commanded to be made by the federal control law. 

For the eastern district the revenue increased from $162,- 
869,680 to $165,179,987; expenses from $136,355,210 to $157,- 
681,408, and net fell from $26,514,470 to $7,498,579. The 
operating income fell from $20,461,638 to $1,291,266. 

The railroads in that district, instead of earning any- 
thing toward paying the promesd rent, had a deficit of 
$1,282,481, while in March, 1918, their earnings toward 
the rent amounted to $16,527,057. 

In the southern district the revenue increased from $60,- 
422,124 to $63,639,087; expenses rose from $42,023,462 to 
$56,493,889, and net dropped from $18,398,662 to $7,145,198. 
Operating income fell from $16,160,904 to $4,786,134. The 
sum toward the payment of rent declined from $16,014,442 
to $4,484,674. 

In the western district the revenue increased from $143,- 
078,158 to $148,077,435; expenses from $105,832,450 to $133,- 
197,793; income fell from $30,325,475 to $8,412,542, and 
the amount available for rent from $30,215,327 to $7,640,- 
415. 

In the three months, for the country as a whole, the 
revenue ran up from $941,442,319 to $1,125,277,471; ex- 
penses from $816,973,889 to $1,032,109,888; income slid 
downward from $79,899,898 to $47,755,025, and the amount 
available for rent from $70,360,360 to $39,660,778. 

In the eastern district the revenue went upward from 
$401,459,112 to $497,669,372; expenses from $390,384,397 to 
$477,618,238, and income from a deficit of $6,704,462 to a 
positive of $1,811,987. The amount available for rent de- 
creased from a deficit of $17,546,142 to a deficit of $3,533,- 
321, and the operating ratio fell from 97.24 to 95.97. 


In the southern district the revenue increased from 
$159,491,004 to $188,155,269; expenses from $121,654,267 to 
$166,968,311; income fell from $31,216,409 to $14,152,621, 
and the amount available for rent from $31,377,844 to $13,- 
117,501. 

In the western district revenue increased from $380,- 
492,203 to $439,452,830; expenses from $304,935,225 to 
$387,523,339; income fell from $55,388,042 to $31,790,417, 
and the amount available for rent from $56,528,658 to 
$30,076,598. 

A compilation of financial statistics by the Railroad Ad- 
ministration for March was issued May 13. The figures, 
summarized in a statement for the public, prepared by the 
Administration, differ from those of the Commission in 
two respects. The Commission figures cover all class I 
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roads. The Railroad Administration does not contro] aj 
roads of that class. All figures used by the Commission 
are averaged, while those of the Railroad Administratiop 
are not. Another slight difference is caused by the fag 
that the Railroad Administration figures cover some roads 
of classes II and III, while those of the Commission cover 
none of those classes. The Railroad Adminisiration’s 
figures cover some roads of the lower classes, because they 
are among the properties in the possession of the govern. 
ment. 

Because the Commission’s figures are averaged, they 
show a smaller loss to the government in March than 
those shown by the Railroad Administration. No implica. 
tion or inference is to be drawn from that fact. The Com. 
mission, when it made up its statistical forms, never 
thought of the possibility of the government being in pos. 
session of the properties of the corporations and paying 
rent therefor. 

The result of the averaging done by the Commission js 
that its figures show a theoretical loss to the government 
for the month of only $45,416,598, while the Railroad Ad. 
ministration figure for the same loss is $59,952,117. The 
Commission’s loss figure is what would be the result if 
the rent were due and payable ‘as earned.” The con- 
tracts, however, call for the payment of the rent in equal 
quarterly installments, instead of as earned. 

The result of the two ways of figuring, at the end of 
the year, if adjustments are made which will eliminate 
from the Commission’s compilations figures covering the 
operations of the class I roads not under control and add 
to them the figures covering the class II and III roads that 
are under control, will be the same. 

If there were any politics in the matter, the Railroad 
Administration’s way of handling the figures would be the 
better for the interest that might be the beneficiary of the 
politics. By taking the losses early in the year, as shown 
in the Railroad Administration figures, and then the gains 
that will be shown in the later months, the public will 
obtain the impression: near the end of the year that the 
Railroad Administration is doing better. In September 
and October, under the Railroad Administration method 
of figuring, the statistics might give the impression that 
the government-operated railroads are exceedingly pros- 
perous—that is to say, they will be earning much more 
than the rent due that quarter. The psychology is this: 
At present the public obtains from the Railroad Adminis- 
tration figures the impression that everything is going to 
the hot place in a hand basket, because they show a 
margin of $59,952,117, which is a pace toward an unde- 
sirable destination that the ordinary man probably would 
say is almost as bad as anything to be found in Russia. 
Application of the rule now in use to the earnings and 
expenses in October and November will show the Railroad 
Administration going at a fair speed toward prosperity. 

Application of the Commission’s rule of averaging the 
figures shows a slower speed toward the hot place now. 
Application of that same rule to the figures for Octobber 
and November will show a much slower progress toward 
prosperity. 

All these differences are due to the fact that the great 
bulk of the net earnings in any year come from operations 
in the latter part of the year. That is no more than say 
ing that the American people can do more work in the 
months the weather is good than they can in the months 
when it does not favor outdoor operations. Inasmuch 4s 
the chief end of man is to supply his material needs, the 
largest of which is food, all activities revolve around the 
crops. Usually when the crop prospect is good, as it 1s 
this year, the tonnage moving by rail begins going uP 
sharply in April, because farmers begin buying and man 
facturers begin shipping the stocks they accumulated dur 
ing the fall and winter/months. In the latter part of June 
the cereal crops begin moving from the southernmost 
cereal fields. 

The Commission, having to deal with rates that remain 
in effect the year round, averages its figures. It com 
pares expenses in March with expenses in that month for 
the preceding year. So also with revenues and profit or 
income. Rent for the whole property of a carrier has never 
been one of the items the Commission has had to consider. 
Consideration of the rent is no part of its statistical duty 
now. The only duty it has in connection with rent is t0 
certify to the President the average railway operating I 
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come achieved by a given carrier during the three-year 
test period ending June 30, 1917. 


As an answer to the common inquiry, “How are you 
getting along?” the figures of the Commission, it is be- 
lieved, give a more accurate picture than do those given 
out by the Railroad Administration. The Director-Gen- 
eral’s figures are akin to the answer an $8 a day carpenter 
might give to a query as to how he-was getting along if 
on a rainy day he said he was getting along “rotten,” be- 
cause on that day he had worked only one hour and his 
earnings were only $1, while the amount of rent he had 
agreed to pay, for one day, was $1.50. In other words, 
the Director-General’s figures, if the whole year is to be 
considered, are out of proportion. Of course, if the period 
of federal control were to come to an end June 30, next, 
for instance, his way of figuring would be more logical 
than the Commission’s. 

The press notice concerning the Railroad Administration 
compilation is as follows: 

“The Operating Statistics Section of the Railroad Ad- 
ministration has published complete figures covering the 
financial results of operation for the month of March for 
all the large railroads in federal operation; 231,466 miles 
of road are included out of a total of 240,944 miles actually 
federally operated; comprising 96 per cent of the mileage 


and 98 per cent of the revenues. 
Increase or De- 
crease 
Amount %o 
10,465,751 


Month of March 1919 P 
63,104,894 22. 


1918 
Operating revenues...... 371,520,077 361,054,326 
Operating expenses 342,152,207 279,047,313 


29,367,870 22,007,013 D 52,639,143 


Net operating revenues... 
15,272,048 18,287,109 D 3,015,061 


Taxes, rents, 


Net federal income 
Operating ratio 


14,095,822 63,719,904 D 49,624,082 
92.2 77.3 14.9 


Note—Figures in bold type represent decreases. 


“One-twelfth of the annual rental due the companies 
covered by the report amounts to $74,047,939, so that the 
net loss to the government for the month was $59,952,117. 

“Inasmuch as present rates are about 25 per cent higher 
than they were last year, the increase in operating reve- 
nues of only 2.9 per cent means that total traffic has fallen 
off approximately 13 per cent. The falling off in freight 
traffic alone has exceeded this figure, as can be seen from 
the freight train statistics given below. This has been 
partially counterbalanced by a small increase in passenger 
travel dte to the demobilization of troops, but the passenger 
returns are not yet complete enough to give out any figures 
for March. The freight business shows a slight. increase 
over last month, but this is not as large as is usual at 
this time of year under normal industrial conditions. 


“Comparison with 1918 is difficult because the increased 
rates were not in effect in March, 1918, and the increased 
wages for March, 1918, were not charged into operating 
expenses until subsequent months. 


“The expenses for March, 1918, do not mates the in- 
creases in wages allowed by the Director-General of Rail- 
roads in May, 1918, and subsequently in that year and 
retroactive to January 1, 1918. It is estimated that about 
$40,000,000 of such back pay was applicable to March, 1918. 
The expenses for March, 1919, include about $5,300,000 
back pay applicable to prior months, but do not include 
the increases recently granted to the enginemen and train- 
men and the dining car employes which it is estimated 
will amount to about $6,000,000 per month. 

“Figures published by the Bureau of Statistics of the 


Interstate Commerce Commission, covering 232,816 miles of 
Toad, of which a small proportion is not in federal opera- 
tion, show: 
Increase or De- 
crease 
Amount ot 


1919 
376,960,609 366, 369, 962 547 
347,373,090 284,211,122 3,161,968 21 3 


29,523,419 82,158,840 D 52,635,421 
18,680,811 19,402,034 D 721,223 


: waa sesdies —F fe ae 


Month of March 
perating revenues 
Operating expenses 


Net operating revenues. . 
Taxes, rents, ete 


Net operating income. 
Operating ratio 


“Complete figures for freight train operation, including 
Mixed and special trains, show: 
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Increase ~ Derrense 
Month of March 


‘1918 
Net ton miles... .28, 952, 25, 000 37,706, a 000 D 8,753, 175, 000 D 23, ° 
Loaded car miles. 1,049,984,000 1,352,427,000 D 302,443, '000 D 22.4 
Total car miles.. 1, ‘541, 893,000 1,893, Oey 000 D351 "164,000 D1 
Freight train mi. 43,972,000 56,636,000 D 12,664, 
Train load* 58 666 D 
Car load* 27.6 27.9D 

71.4D 


0 000 
2 8~Nao: 


Per cent of loaded 
to total car mi. 68.1 
*Net tons. 


“The freight train performance of March, 1919, does not 
compare favorably with last year, because of the severe 
loss in the volume of traffic, which made it difficult to 
maintain the train load and car load to the higher averages 
which were possible while the abnormal conditions due to 
the war created a large volume of additional traffic, much 
of which was of a nature which tended to increase both 
the carload and the trainload. The heavy loss this year 
in coal traffic adversely affected both the average trainload 
and the average carload. In view of the heavy loss in 
traffic the slight decreases in the trainload and carload 
indicate close attention to this important feature of opera- 
tion. 

“The summary of passenger train performance for 
March, 1919, shows a decrease of 1.4 per cent in passenger 
train miles compared with March, 1918, with an increase 
of 0.2 per cent in passenger train car miles. The average 
cars per train were 6.2 this year against 6.1 last year. 

“The figures for the three months’ period ending March 
31, 1919, are as follows: 

INCOME ACCOUNT—OPERATING STATISTICS SECTION 

Three Months 

Ending March 31 1919 1918 
Miles of road operated. 231,442 
Operating revenues ..1,109,614,242 928,403,776 181,210,466 19.5 
Operating expenses....1,015,977,653 802,210,045 213,767,608 26.6 


93,636,589 126,193,731 D 32,557,142 
47,658,837 50,512,248 D- 2,853,406 


45,977,752 75,681,488 D 29,703,736 
222,143,817 222,143,817 
Operating loss 176,166,065 146,462,329 29,703,736 
Operating ratio 91.5 86.5 5.0 

INCOME ACCOUNT—INTERSTATE COMMERCE COM- 

MISSION 
Three Months 
Ending March 31 1919 . 1918 

Miles of road operated 232,786 
Operating revenues. ..1,125,277,471 941,442,319 183,835,152 19.5 
Operating expenses....1,032,109,888 816,973,889 215,135,999 26.3 


93,167,583 124,468,430 D 31,300,847 
45,412,558 44,568,441 844,117 


47,755,025 79,899,989 D 32,144,964 
91.9 86.8 5.1 


2 
oO wo 


Increase or Decrease 
Amount % 


Net operating revenue. 
Taxes, rents, etc 


Net federal income.... 


3-12 of _annual rental.. 


Increase or Decrease 
Amount % 


Net operating revenue. 
Taxes, rents, etc 


Net operating income. 
Operating ratio 


FREIGHT TRAFFIC MOVEMENT—OPERATING STATISTICS 
SECTION 


3 Months End- 
ing March 31 

Net ton miles.. 
Freight train mi. 
Train load* 
Car load* & | 
Loaded car miles 3,026,149,000 
Total car miles.. 4, 500, 992) 000 
Per cent of loaded 

to total car mi. 67.2 


*Net tons. 


a - ‘cree 


1918 Am 
. 85, 035: 399, 000 95,032,526, oe D 9,997, 427,000 D 10. 5 
133,328, roy 153, 287,000 = D 19,959,000 13. 


an 
ROO 


28.5 D 
3,336,347,000 D jap 98 
4,707,875,000 D 6,883 


70.9D 
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0 000 Oo 
TH POaw HE 
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LEGISLATIVE PROSPECTS 


The Trafic World Washington Bureau. 


At this time, when the Sixty-sixth Congress is standing 
right on the threshhold, it is not absolutely certain that 
Senator Cummins of Iowa will be made chairman of the 
interstate commerce committee. It is reasonably certain 
the honor will be conferred on him, but there is a fight 
among the majority senators over the seniority rule. Sen- 
ators of the majority party, calling themselves progres- 
sives, have drawn the line against Senator Penrose of 
Pennsylvania serving as chairman of the finance commit- 
tee. They think their party should not observe the senior- 
ity rule in disposing of Penrose. A similar fight is being 
made against Senator Warren of Wyoming. 

So long as the fight continues there is some uncertainty 
as to what will happen. The question is to be fought out 
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in the party conference. If Senator Borah and his fol- 
lowers decline to accept the views of a majority of their 
fellow partisans they may be able to prevent the election 
of Penrose and Warren to the chairmanships to which the 
seniority would entitle them. 

The question is as to what the “old guard” senators will 
do in the event the progressives are able to sidetrack 
Penrose and Warren. Cummins is counted as a progres- 
sive. If his fellow factionalists set aside Penrose and 
Warren, will Penrose and Warren allow the seniority rule 
to operate for the benefit of Cummins? So far as known, 
the so-called old guard senators have no objection to Cum- 
mins presiding over the meetings of the interstate com- 
merce committee, even when they do not agree with him 
as to the best way to dispose of questions coming before 
the committee. But in a fight, no man’s head is safe, hence 
the possibility that Cummins might not be chairman. 

When the majority senators get through fighting each 
other they will appoint a committee, which will choose 
the members of the various’ standing committees, of which 
the interstate commerce committee is one of the most im- 
portant. In the days when things were done in accordance 
with well established rules, the chairman exercised a con- 
siderable influence by reason of the fact that he was the 
head of a committee. Other members, in the interests of 
harmonious, and—as they thought—effective, party action, 
deferred in many things, to the views of the chairman. 
The country generally is not fully aware of the disintegra- 
tion that has taken place in party government, hence it is 
still inclined to ascribe too great importance to a chair- 
manship. Because the country is not well informed about 
the uncertainty caused by the defeat, in 1910, of the rules 
that had grown up in 100 years of congressional history 
(the defeat being called the overthrow of Cannonism), 
greater weight is given by it to the views of the chair- 
man than the chairman’s own colleagues give them. The 
fact is that the chairman now “gets past” with his ideas, 
if at all, simply because they meet those of his colleagues 
more nearly than do those of some other senator. 

Senator Cummins is not taking unto himself any airs on 
account of the prospect that he will be made chairman. 
He is working on his bill for the solution of the railroad 
problem, just as he would if he were to be an untitled 
member of the committee. He expects to introduce it 
within ten days from the beginning of the session. 

The most important fact in respect of the Cummins bill 
is that it will provide for a definite guarantee by the gov- 
ernment of a return on ‘the money invested in the rail- 
roads. Such guarantee to many opponents of government 
ownership is almost as obnoxious as an out-and-out pro- 
posal that the government should buy and operate the rail- 
roads. They regard it as an insidious insertion of legisla- 
tion that leads directly to government ownership. Those 
who regard a guarantee as so obnoxious, believe that a 
guarantee of a return on investment is an invitation to 
those operating railroads under a guarantee to be lacka- 
dasical in the performance of their duties to such a degree 
that ultimately the government will have to pay money 
on the guarantee and ultimately take over the property 
because those operating it each year will fall further be- 
hind. The history of: the Western Railroad of France, 
they think, is an exposition of what would happen to 
nearly all the so-called weak lines were the United States 
to embark in the business of guaranteeing a return on 
property devoted to the public service. 

Senator Cummins frankly admits that the idea of a 
government guarantee of return is repugnant to many sen- 
ators and probably a large part of the public, but he 
believes that study will convince senators and others that 
such guarantee is necessary, if service is to be rendered 
at a reasonable figure. His belief that a guarantee would 
be good for the United States is based on the fact that 
the railroads, taken as a whole, at all times in the last 
thirty or forty years have earned a return on the invest- 
ment greater than a guarantee would have to be in order 
to attract capital. His idea is that a guarantee of a re- 
turn, not greater than the interest the government pays 
on the bonds it issues, would be sufficient to attract capital 
to the so-called weak lines. That guarantee might be any- 
thing from four to four and three-quarters per cent. 

It is his belief that any bill that is passed will have to 
contain these three principles: 

(1) The consolidation of the railroads into anywhere 
from fifteen to twenty systems. 
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(2) The private operation of those systems hrough 
federal corporations, each one of which would become the 
operator of one of the systems. 


(3) The guarantee of a low rate of return on the Cap- 
ital representing the value of the railroad properiies, 


“I anticipate there will be more controversy rezarding 
my proposal to guarantee a return on capital investeq 
than on any of the other propositions,” said Senator Cum. 
mins. “People are against guarantee, and not until they 
study the whole situation carefully do they undersiand the 
necessity of the necessity for doing it. 


We've got to have immediate emergency financial legis. 
lation. I suspect we will have to ask for a billion dollars 
instead of the seven hundred and fifty millions asked for 
at the last session.” 


The legislation necessary for the embodiment of these 
principles, the senator said, will have no effect on the 
Interstate Commerce Commission, its powers, or its duties, 
other than the addition to its duties that would be caused 
by its supervision over the issuance of stocks and bonds, 


A bill such as proposed by Senator Cummins could be 
added to the Esch-Pomerene measure, which is supposed 
to reflect the views of the Interstate Commerce Commis. 
sion as to what should be done, without material effect 
on it. While the Esch-Pomerene bill is constructed on the 
basis of private ownership and private operation under 
government regulation, the guarantee of a return, whether 
it would be 4 per cent or 4% per cent, would not make 
any material change in the work of the Commission. 


MILK INSTEAD OF BEER 


The Trafic World Washington Bureau. 


Texas breweries are being remodeled for creamery pur- 
poses, according to reports received from that state by 
the agricultural section, Traffic Division of the Railroad 
Administration. The agricultural department of the rail- 
roads of Texas lately conducted a campaign for more dairy 
cattle on the farm, with the result that several trains of 
pure bred animals have been shipped to Texas for dis- 
tribution. This caused a revival of the dairy business and 
a demand for more creameries. Brewers, desirous of turn- 
ing their property into something worth while when pro- 
hibition comes, saw the possibilities of the dairy industry 
and proceeded with the changes described. Railroad agri- 
cultural representatives interested in the development of 
the dairy industry in other states which have breweries 
are calling the attention of the brewers to the Texas ex- 
periment. 


FREIGHT CAR DISTRIBUTION 


Regional Director Smith has written to roads in the 
Eastern Region as follows: 

“Please refer to my telegram of April 24, which quoted 
the following wire from Director of Division of Operation, 
Mr. Tyler, inquiring as to the effect of Circular No. y 2 


Refer to Division of Operation Circular No. 27 and kindly 
advise quickly whether section one requiring cars should be 
loaded to or in the direction of home is being given proper 
attention by the various roads in your region and advise in 4 
general way what, if any, arrangements have been made to 


‘see that the order is carried out to the fullest extent possible. 


I would appreciate your candid opinion in regard to the above 
so that we may determine whether the results which we have 
obtained in the last two months are about as good as may be 
expected, or whether closer supervision will obtain for us the 
results which we anticipated at the time order was issued. 


“The result of this canvass develops that we are not 
making satisfactory progress, as the average gained on 
all federal controlled roads in: the percentage of home 
cars on owning lines April 15 as compared with March 1 
was but 1.2 per cent. 

“In order that better results may be accomplished with 
out material increase in expense, please arrange to pro 
hibit the use of system cars, except open top pool cars, 
for off line loading if other suitable equipment is avail- 
able, and also caution all concerned to make a greater 
effort in filling local orders for off line loading as well as 
in applying empty cars on inter-regional, regional or local 
car orders to use cars owned by roads in the receiving 
region or by the receiving road.” 
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May 17, 1919 


RAIL VERSUS WATER RATES 


(Letter written under date of May 9, 1919, by W. H. Chandler, 
manager of the transportation bureau of the Boston Chamber 
of Commerce, to Senator Duncan U. Fletcher.) 

I have read with much interest Mr. Hines’ reply to your 
letter of March 12, printed in the April 19 issue of the 
Trafic World. It is my understanding that your letter to 
Mr. Hines requested information as to his policy in promot- 
ing interchange of traffic between the rail lines and the 
water lines operating inland as well as coastwise. I take 
it that the second paragraph of article 2 of Mr. Hines’ re- 
ply is intended to outline the policy of the Administration 
with respect to all kinds of water lines, particularly with 
regard to coastwise lines, over which a large majority of 
the rail-and-water rates of the country apply. My object 
in writing you is to point out the policy that is being pur- 
sued by the Division of Traffic of the Railroad Administra- 
tion with respect to coastwise steamship lines, and what 
the effect of that policy will be unless promptly changed. 

Mr. Hines, in section No. 2, says that “the attitude of 
the Railroad Administration with respect to the relation 
petween water and rail competitive rates is that the rates 
should bear a relation to each other proportionate to the 
cost and desirability of the service by the respective routes 
and methods of transportation.” Whether he means de- 
sirability from a railroad standpoint or from a standpoint 
of public policy is left in doubt, but considering the policy 
that is now being followed, he evidently means the for- 
mer. He also says that “the rail-and-water rates have not 
always been determined on this basis and that the appli- 
cation of this principle will necessitate the modification of 
some existing rate adjustments.” He then calls attention 
to the fact that the existing rate structure in many cases 
is very old and that commercial and manufacturing inter- 
ests have adjusted themselves so that any general radical 
and quick remodeling of rate relationships would be ex- 
ceedingly disturbing to business interests. For these rea- 
sons, Mr. Hines goes on to say, changes in the relationships 
between rates must be made with great care and after full 
consideration of the effects, both direct and indirect. He 
plainly indicates, however, that he intends to make 
changes, but he admits that the decision when made should 
give fair consideration to all of the interests involved, In 
the closing paragraph of the section numbered 2 he states 
that along the Atlantic coast arrangements have been 
made for putting in rates via water-and-rail which will 
enable the water lines to participate in the traffic on a fair 
basis in competition with all-rail. 

Protection of the rail carriers seems to be the keynote 
of Mr. Hines’ reply. It is to be regretted that he did not 
give you more specific information as to what is being done 
with ocean-and-rail rates. I will endeavor to show you that 
it is the Administration’s policy to make the ocean-and- 
rail lines less, rather than more, effective competitors of 
the rail carriers. 

When the Interstate Commerce Commission handed 
down its decision in the 15 per cent case in June, 1917, it 
called attention to the very heavily increased expenses that 
had been laid upon the carriers by water which were sub- 
ject to the act to regulate commerce because of their ar- 
rangements for handling through freight. The Commis- 
sion pointed out that, generally speaking, rail-and-water 
rates were maintained at a lower level than via all-rail 
routes and that the largely increased cost of operation, the 
diversion of traffic to other channels because of war con- 
ditions and the attendant increased marine insurance had 
laid upon the rail-and-water routes unusual burdens, and 
the Commission expressed the opinion that conditions ex- 
isting at that time justified the maintenance of rates via 
such routes on a level not higher than the all-rail rates be- 
tween the same points, and gave the rail-and-water lines 
Permission to increase their rates to the all-rail basis if 
they so desired. The coastwise steamship lines did not at 
once take advantage of the Commission’s order, but some- 
me during December, 1917, those operating via the ports 
of Norfolk, Charleston, Savannah and Jacksonville to the 
southeast did increase their rates somewhat, but not to the 
extent of the all-rail rates. The coastwise lines operating 
through the Virginia ports to the central west did not in- 
crease t\ieir rates until they were ordered to do so by the 
United States Railroad Administration, doubtless for the 
reason ‘hat no shipper would use an ocean-and-rail line at 
the same rate that the all-rail route maintained. Rates to 
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the southwest have never been made as high as the all- 
rail rates, and for some time after this order was issued— 
in fact, until the summer of 1918—the lines via the Gulf 
operated differential rates to the Missouri River and Colo- 
rado-Utah common points, 

Shortly after the roads passed under federal control in- 
structions were given by the Division of Traffic to elimi- 
nate all rates via differential lines. The effect of this or- 
der would have been to increase the Canadian all-rail rates 
out of New York and New England to the central west to 
the basis maintained by such lines as the New York Cen- 
tral. The order went into effect so far as the rail-and-lake 
routes were concerned, and both the Canada Atlantic, 
which is a differential rail-and-lake line, and the standard 
rail-and-lake lines, which operate via Buffalo, were forced 
to carry the same rates as the all-rail lines, such as the 
Pennsylvania and New York Central, maintained between 
the same points. This had the effect of making the rail- 
and-lake rates via Parry Sound to Chicago actually higher 
than the all-rail rates via the Grank Trunk and Canadian 
Pacific railroads. 

When this order was issued the Boston Chamber of Com- 
merce and other New England commercial organizations 
vigorously protested to the Director-General and called at- 
tention to the fact that for many years the trunk lines had 
been endeavoring to get rid of these Canadian differentials. 
We protested so vigorously that the order was withdrawn 
so far as the New England all-rail rates were concerned, 
and these rates remain today in the same relationship to 
the all-rail rates as they did prior to federal control, but 
the New York rates were advanced to the standard basis 
and so remain today. When the order was issued the or- 
ganization which I have the honor to represent suggested 
to the Railroad Administration that it was a good time to 
get rid of the Atlantic seaboard differentials, and agreed, 
if the Administration would put all the north Atlantic 
ports on a parity, we would withdraw our objection to the 
order which had been issued. This was referred to Mr. 
Wright of Mr. Chamber’s staff, and he replied stating that 
to do this would deprive Baltimore and Philadelphia of 
the advantages which they had maintained by long years 
of fighting. Boston had been fighting for her differentials 
just as long as had Baltimore and Philadelphia, but Mr. 
Wright could see a very good reason for eliminating the 
Boston differentials, but was unwilling to eliminate any 
differential that would be helpful to Baltimore and Phila- 
delphia, which ports are served by the Pennsylvania Rail- 
road, a line with which Mr. Wright had been connected 
for years and with which he will, no doubt, be connected 
when the railroads are returned to private control. 

In the spring of this year the question of rail-and-lake 
rates was again brought to the front. For some time it 
appeared as if there would be no lower rates via the lake 
than via the all-rail route. Shippers insistently demanded 
that lower rates be made via the rail-and-water lines over 
the Great Lakes, but in the meantime the New England 
shippers had requested that the rates via the Canada At- 
lantic route be made lower than the all-rail rates carried 
by the Grand Trunk Railroad from this section. An appli- 
cation to that effect was filed with the Eastern Committee 
at New York, which committee refused to endorse the ap- 
plication, and sent it to Mr. Chambers with the recommen- 
dation that it be disapproved, and it was disapproved, and 
instructions were issued, under a freight rate authority by 
Mr. Chambers’ office, to make the Canada Atlantic rates 
the same as the rates via other lake routes. As soon as 
we learned this had been done the matter was taken up 
vigorously with the Director-General and we succeeded in 
having the proper basis reestablished via the Canadian 
rail-and-lake line. From this you will see that the Railroad 
Administration is not only opposed to differential rates 
via water routes, but also to differentials which have been 
maintained for years via rail routes. For many years the 
trunk lines have been unsuccessful in getting rid of the 
lower rates which the Canadian lines have insisted upon 
maintaining. 

Shortly after the Railroad Administration took over the 
coastwise steamship lines, under instructions from the 
Administration, the ocean-and-rail rates from the north At- 
lantic ports to Central Freight Association territory, which, 
roughly speaking, comprises the states of Ohio, Indiana, 
Illinois, Michigan and a part of Canada, were increased 
to. the all-rail basis, but the lines to the southeast, having 
already increased their rates slightly under the 15 per cent 
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decision, refused to make a further increase. The ship- 
pers were successful in opposing any increase in the rates 
from the north Atlantic seaboard to Texas, but the rates to 
Missouri River and Colorado-Utah points were increased 
to the all-rail basis, and at the present time this adjust- 
ment is being maintained. 

Reeently I learned that a revision of the differentials 
was under consideration by the Division of Traffic, which 
contemplated narrowing the spread between the all-rail 
and ocean-and-rail rates. I was unable to obtain details, al- 
though I telegraphed the Director-General and members of 
his staff asking for confirmation of what I had heard. I] 
was informed that it was proposed to limit the interior 
eastern territory from which rates would be made via 
ocean-and-rail routes not only to the southeast, but also 
to Central Freight Association territory. I realized that 
if this were true the effect would be materially to re- 
strict the ocean-and-rail competition, and that if the ocean- 
and-rail lines were not to be permitted to handle freight 
from interior points it would be impossible for these com: 
panies to obtain a sufficient volume of freight to maintain 
the regular service which they have maintained in the 
past, I thereupon wired the Director-General, and on Tues- 
day of this week (May 6) shippers who protested were 
invited by Director Thelen to a conference at Washington. 

This conference was attended by about fifteen or twenty 
shippers’ representatives, and we learned for the first time 
the nature of the changes which the Administration pro- 
posed to make. These changes were as follows: 


To Central Freight Association Territory 


For years the rates from New York and points taking 
New York rates have been 10c per 100 pounds first class 
lower to C. F. A. territory via ocean-and-rail routes than 
via the all-rail lines. For years Boston was on the same 
basis, but in 1901 the Boston differential was made 5c. 
This had the effect of diverting an appreciable amount of 
traffic to the all-rail lines. At the Washington conference 
we learned that it was proposed to reduce this differential 
from 10c first class to 8c, and not to make any rates from 
interior seaboard points via ocean-and-rail lines from any 
territory except that in New England east of the Con- 
necticut River. Rates from such points as New Britain 
and Bridgeport, Newark, N. J., etc., were to be withdrawn 
via ocean-and-rail lines, and if any shipments should move 
via ocean-and-rail routes they would have to be based on 
the full locals to and from the ports, as it would be im- 
possible to ship from such points to New York at any- 
thing like 8c per 100 pounds first class. This would have 
the effect of making the rates materially higher via the 
ocean-and-rail routes than via all-rail; and obviously no 
one would ship via the ocean lines except in cases of emer- 
gency, where the all-rail lines were closed by embargoes 
and where the question of freight rate was of less impor: 
tance than time of delivery. 


To the Southeast 


For fifty years the ocean-and-rail lines from northern 
ports have fixed the rates to a large part of the southeast. 
When I say “fixed,” I mean that the measure of the rate 
has been determined by the ocean line. After these rates 
were made by the ocean lines, the all-rail rates were made 
a ‘differential higher than the ocean-and-rail rates. Ordi- 
narily rail-and-water lines made their rates a differential 
less than the all-rail rates, but this is not so to the south: 
east, and never has been so. The coastwise steamship 
lines have been permitted, under free competition, .to make 
lower rates than all-rail from all of the eastern interior 
territory east of the Pittsburgh-Buffalo dividing line. We 
learned that it is proposed materially to restrict the terri- 
tory from which the ocean-and-rail lines will be allowed 
to carry lower rates than the all-rail lines, and that the 
dividing line is to be drawn from Sodus Point through 
Williamsport, Harrisburg to Hagerstown, and that from 
west of that line there are to’ be no through rates via 
ocean-and-rail to points south, such as Atlanta. This 
would have the effect of depriving the shippers in that ter- 
ritory of lower than all-rail rates which they have pre- 
viously enjoyed, and would divert from the ocean-and-rail 
lines traffic in which they have participated for many 
years. 

It is further proposed to reduce the spread between the 
all-rail and the ocean-and-rail rate from the ports proper 
from 12c to 8c per hundred first class. Prior to 1894 the 


THE TRAFFIC WORLD 


Vol. XXIII, No. 9 


8c differential was maintained spasmodically. One rat. 
war followed another, and in August, 1894, the war became 
so bitter that the first class rate from New York to Atlant, 
ocean-and-rail was made 40c per 100 pounds. This redye. 
tion was made by the ocean lines, and shortly thereafte 
the all-rail lines came to an agreement with the ocean 
lines under which the 12c differential was established ang 
has since been maintained. Now that the all-rail lines are 
in control of the rate making power it is proposed to de. 
crease the spread between the ocean-and-rail and the all. 
rail rates, the only reason for which is to force more bygj. 
ness to the all-rail lines. 


To the Southwest 


When the order was first issued to raise the ocean-and. 
rail rates to the all-rail basis we called the attention of 
Mr. Chambers to the. fact that our rates from the east 
were already higher than the rates from St. Louis and 
Chicago to Texas and that an increase in our rates witb. 
out increasing the rates from competing territory would 
naturally divert business from the east, or at least havea 
tendency to make it: more difficult for the east to compete 
with the west. Backed up by the interested lines, we were 
able to secure a promise from Mr. Chambers that these 
rates would not be disturbed. We learned, however, that 
there is now under consideration a proposition to increase 
the Texas rates from 6c on the lower classes to 15c per 
hundred on first class without any corresponding increase 
in the rates from St. Louis and Chicago. 


To Colorado Common Points 


It is proposed by the Administration to reduce the dif. 
ferential via the Gulf to Colorado common points, which 
has heretofore been 20c per hundred, to 8c per hundred. 
This will have the effect of diverting practically all Colo- 
rado-Utah traffic to the all-rail route, as the rates are very 
high and the differential is not sufficient to attract busi- 
ness to the water lines, which must rehandle the freight in 
transit. 

From the data we secured verbally at the Washington 
conference on Tuesday we find that these gentlemen of the 
Administration who have the authority to dictate the rate 
policy of the Government and who by training have an all- 
rail bias propose the following: 


1. To eliminate the interior eastern territory from which 
ocean-and-rail rates shall apply and in a large measure to 
eliminate it entirely from the participation in ocean-and-rail 
rates to C. F. A. territory and to the southeast. ; 

2. To reduce the ocean-and-rail differentials which applied 
before these lines fell under the domination of the all-rail traffic 
representatives to C. F. A. territory from 


1 2 3 4 5 6 
10 8 6 4 4 3 
to 8 6 5 4 £ 3 

3..To require the ocean-and-rail lines to the southeast where 
differential rates have heretofore applied to accept rates lower 
than all-rail lines charge by the following amounts: 

8 6 5 4 4 4 

instead of 12 10 9 8 6 5 
which have been applied for the last twenty-five years. 

4. To require the ocean-and-rail lines to Colorado and Utah 
points to reduce the differentials applicable before the war 
from 

1 3 3 4 5 
20 16 12 8 8 
to 8 6 5 4 4 

5. To require the rates from the east to New Orleans and 
Galveston and certain Texas points to be increased by the 
following amounts, without a similar increase from Chicago, 
St. Louis, —— acces 3 ‘“ P 


5 
15 14% 12% 5 7 
E 


A B C D 
7% 7 6% 6 6 
As further illustrating this point, the rates from Boston and 
Chicago to Dallas, Tex., since June 1, 1917, have been increase 
by the following amounts: 5 . P 
Chicago 29 20% 
Boston 45 31 
Boston, proposed 57% 38 
Chicago 
¢ E 


Cc 
bt 184 
aa h 2% 


Boston, proposed 
Chicago 

‘6. The Mallory Line, operating one ship each week between 
New York and Brunswick prior to federal control, and handling 
freight from the ports proper and interior eastern seaboard, ro 
been allowed the following differentials under the Clyde, 0 


No change. 
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The Mallory Line desires to reestablish this basis, but this is 
peing actively opposed by the division of traffic, which insists 
that this inferior service maintain the same rates as other 


lines. 


In view of the experiences we have had and are now 
paving, I have no hesitancy in saying that the Railroad 
Administration is and has been hostile to rail-and-water 
lines from the beginning of federal control, and that the 
gentlemen who dictate the policy of the federal govern- 
ment are directing that the ocean-and-rail rates be ad- 
justed on a basis that will make these lines less effective 
competitors when the railroads are returned to private 
ownership, as we hope they soon will be. 

The foregoing may indicate that the different communi- 
ties must be kept properly aligned; that no violence must 
pe done to existing adjustments; and all the other things 
that Mr. Hines says should be considered, but it is hard 
to believe such is intended when we learn that orders 
have been given to put in these adjustments without notice 
to the public. The first information the shippers had was 
accidentally obtained. No steps were taken by the Ad- 
ministration to notify shippers of what was proposed, not- 
withstanding the fact that both the Director of Traffic and 
the Director of Public Service had instructed rate com- 
mittees not to inaugurate any general advance without 
first getting their permission to do so. The public as- 
sumed when this order was given that it would be in- 
formed of any general changes, but finds that it was mis- 
taken. When we were before Mr. Wright we were only 
told what was to be done when we asked for the infor- 
mation. He did not offer to read the freight rate author- 
ity, so that we have no knowledge of whether the orders 
issued go beyond the information which I have outlined 
in this letter. 

Certain of the Administration officials say that because 
they have ordered new differentials established where ocean- 
and-rail lines are now required by “presidential” orders 
to maintain all-rail rates, they are very greatly benefiting 
the shipping public; in other words, if I should be robbed 
by a highwayman and then he in the goodness of his 
heart return part of that which he took, I should be most 
grateful. As a matter of fact, some of the differentials 
which are being proposed will make higher rates. than 
are now in effect. The all-rail rates are badly out of 
line; they have been increased more than they should 
have been increased under Order 28; no effort has been 
made to realign these rates so as to keep them properly 
adjusted with respect to each other; and now they tell 
us they propose to take these rates that are badily out 
of line and deduct from them the arbitraries which they 
have so graciously given the coastwise steamship com- 
panies and fix the difference as the established rate be- 
tween the different points in the east and the south. It 
has been proposed in several bills introduced in Congress 
that the rates in effect at the time of the return of the 
calriers to private control should be the legal rates, to 
remain in effect until changed by the Interstate Com- 
merce Commission. If these rates are permitted to go 
into effect ‘and are in effect when the carriers are re- 
turned to private control and one of the bills making 
this provision should be passed by Congress at the next 
session, these water lines which desire to maintain lower 
rates in order to attract business to themselves would 
hot be permitted to reduce their charges without express 
authority from the Interstate Commerce Commission. Un- 
doubtedly that part of Mr. Hines’s cabinet which has 
charge of the rate structure realizes this to be the case, 
and they realize that if they put into effect ocean-and-rail 
rates that are so near the all-rail basis as to be unattractive 
to shippers, their lines will be greatly benefited. 

The independent coastwise steamship lines have not 
been consulted by the Railroad Administration. They hay®, 
however, opposed the adjustments which have béen Su¢- 
gested. They believe that greater differenfidls are mécés- 
Sary in order to attract business to their ‘cOmpanies, and 
yet the Administration is making rates -for these ‘ion- 
federal controlled lines, totally disregarding’ thé’ wishés 
of those lines. The President, on Dec. 2, 1918, ‘addressing 
the chairman of the committee on rivers ‘and ‘Harbors, 
outlined the policy that he thought -should: be*‘féllowed 
inthis matter. He said: “The water transportation sys- 
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tem of the country should be developed and promoted in 
every legitimate way, and co-ordinated, wherever possible, 
with the railroads and other instrumentalities of traffic. 
The river and harbor bill, therefore, scientifically treated 
and developed, has become of more direct importance to 
the country than ever before.” In making their report on 
this bill, both the House and Senate committees referred 
to this letter from the President. The policy of the Pres- 
ident undoubtedly impressed these gentlemen, but appar- 
ently it has made no impression on the Railroad Admin- 
istration, for, instead of doing those things which would 
encourage and develop coastwise transportation, they are 
doing that which will undoubtedly have a tendency to 
discourage it. 

It may be that the Division of Traffic and the Director- 
General himself believe in the co-ordination of rail-and- 
water lines, in the development of water traffic, in the 
maintaining of long-established relationships and doing no 
violence to business by the quick remodeling of present 
adjustments, but if so they have a most unusual way of 
showing it. Every act that I have outlined above is in 
direct contravention of such a policy. When coastwise 
steamship lines have to rely on shippers to make their 
fight in the matter of rate adjustments, we have reached 
a stage where competition has been practically stifled. 
The non-federal steamship lines have been told flat-foot- 
edly that these adjustments are going in, irrespective of 
their protests. Shippers have been told that the rates 
are going in on the basis I -have outlined, but that their 
objections will be “considered.” 

You will understand that I do not charge Mr. Hines 
personally with being familiar with these facts, but they 
are facts beyong any question. The gentlemen who are 
dictating this policy know what the narrowing of these 
spreads in rates mean to the water lines. The independ- 
ent water lines are doing their. utmost to prevent it, but 
they are quite unequal to the task unless something is 
done to help them. 

To one not entirely familiar with these facts and with 
what is being done with respect to ocean-and-rail rates 
in which this and other eastern seaboard organizations 
are particularly interested, Mr. Hines’s letter sounds plausi- 
ble enough, and would seem to indicate a broad policy 
to which almost anyone would subscribe; but viewed in 
the light of what is actually taking place and what it is 
proposed to do, his reply takes on an entirely different 
meaning. It was with a view to giving you the facts 
which should be considered in connection with this letter 
that I have taken the liberty of writing to you. 


Mr. Chandler on April 15 wired as follows to Max The- 
len, Director Public Service: 
“Have just wired Director Hines as follows: 


We are simply astounded to learn that the Division of Traffic 
of the Railroad Administration has directed, without any pub- 
lic notice being given, that the ocean and rail differentials to 
the southeast, southwest and central west be revised so as to 
deprive the ports proper as well as a certain section of the 
interior eastern seaboard of the advantages of the differentials 
which have been maintained for practically half a century. 
The proposition to cut the differentials from the ports and to 
restrict the application of differential rates from the interior 
is so palpably a move to divert tonnage to all rail lines that we 
are not surprised that no public notice was given as directed 
by Messrs. Chambers and Thelen respecting general changes in 
rates as outlined in their joint letter of February 15. Since 
Order 28 was issued there has been an insistent and persistent 
effort to eliminate differentials and such efforts would only be 
sponsored by those who would be benefited, namely all-rail 
routes. We cannot reconcile this action with the public utter- 
ances of the administration respecting the coordination of rail 
and water lines. We urge you to instruct that we be given 
immediately a complete outline of what is proposed, that any 
orders ‘that have been issued bearing on this question be re- 
scinded forthwith, and that New England shippers be given full 
opportunity to be heard before a final decision is reached. 


“If the Administration intends to kill the ocean-and-rail 
traffic, it is going about it the right way. Can’t you hold 
this up, tell us what is proposed and give us hearing 
before decision is reached?” . 


N. 1. T. L. MEETING 


The National Industrial Traffic League will meet in Mil- 
waukee, June 11, 12 and 13. This is a special meeting 
to finish business left over from the New Orleans meeting 
ahd to take: action on the resolution submitted at that 
meeting looking toward a program: for regulation of the: 
railroads. wy Be eis) 
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ROOT ON RAILROAD PROBLEM 


(Letter from Elihu Root to President Warfield, of National As- 
sociation of Owners of Railroad Securities, read before 
Annual Convention of Missouri Bankers’ Associa- 
tion, May 13.) 

I have read with much interest and entire agreement 
Mr. Forney Johnston’s brief upon the pending railroad leg- 
islation, and I have examined carefully the plans to which 
he refers by Mr. Morawetz, Mr. Warburg and the railroad 
executives. All these plans contain very interesting pro- 
posals, and the high character and ability of their authors 
entitle them to great respect. It seems to me, however, 
that the plan proposed by your association and called by 
your name is the only one which deals adequately with 
the real difficulty in the railroad situation. I think you 
have put your hook into the key log of the jam in which 
our railroads are piled up without power to move forward, 

and I think no one else has. 

I should not venture to say this were I not satisfied that 
the real difficulty is not a matter of banking or-of rail- 
road operation, or of division between federal and state 
control, but that it is a very simple and stubbornly held 
opinion about railroad profits which prevails among the 
people of the United States, 

Our railroad experience has been controlled by a suc- 
cession of single motives. 

In the first stage a strong desire to build up the country 
led the people of all sections to offer inducements for the 
investment wot capital in railroad construction, and the 
companies were authorized to fix their own rates subject 
only in some cases to charter provisions and in general 
to the requirement that rates should be reasonable. The 
controlling idea was to encourage railroad enterprise, and 
the real reliance to secure fair rates was upon competi- 
tion. The result was the construction and operation of a 
vast system of railroads, which was one of the chief ele- 
ments in the growth and unity of our country. 

After a time, however, as the country became settled 
and the element of risk had largely disappeared, the peo- 
ple found that competition did not keep rates down, that 
rates were too high, that they were often unfair and dis- 


criminatory, and that the railroad companies were getting 
an excessive return upon their investments. 

Then came the second period in which the government 
undertook to regulate rates through the Interstate Com- 
merce Commission and similar commissions in each state. 
The prevailing idea was to keep down rates by official 
authority, and thus to prevent the railroads from securing 


excessive returns. The rates were strictly limited, while 
the cost of operation both as to supplies and labor was 
left to follow economic laws with no established or neces- 
sary relation between the cost of the service rendered 
and the compensation to be received for it. The result 
was that, while rates were kept down, railroad enterprise 
was paralyzed. The new construction necessary to enable 
the railroads of the country to keep pace with the con- 
tinually increasing demands of business is estimated by 
good authorities to require new expenditure of not less 
than a billion dollars a year. This development was pre- 
vented under the system of regulation because the uncer- 
tainty of any adequate return for investment in the rail- 
road business frightened investors away, and the railroad 
companies could not get the necessary money. When we 
went into the war our railroad system as a whole had 
fallen behind the ordinary peace demands of the country’s 
business, because the railroads could not get the money to 
keep up with the demands of business. 

We are now about to terminate the abnormal condition 
of government operation for war purposes. It is apparent 
that the people of the country do not wish to enter upon 
a permanent system of government operation. The rail- 
roads are to be returhed to private ownership, and they 
cannot be permitted to go back to the uncontrolled opera- 
tion of the earlier period. Surely also some provision 
must be made to prevent the continuance of the steady 
progress towards bankruptcy which characterized the dec- 
ade before the government took possession in 1917. The 
destruction of values in the $17,000,000,000 of securities 
representing the railroad investment of the country in 
which one-half the people of the United States are inter- 
ested directly or indirectly. is reason enough. The fact 
that one-quarter of the savings of the thirty million peo- 
ple holding policies in, the great life insurance companies 
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is invested through those companies in railroad securities 
should be sufficient in itself. That, however, is only , 
small part of the reason for some arrangement which wil 
maintain the value of those securities. Railroad securitie 
are a chief basis of credit upon which depends all the 
business of the country, and if that credit be destroyeg 
the consequences to all American prosperity will be jp. 
calculably disastrous. Moreover, our country must go 
in its development. We are only beginning; we must not 
stop; and enterprise cannot go on without the develop 
ment of transportation, which is impossible if the credit 
of the transportation companies be destroyed. 

Under these circumstances the vital question to be ap. 
swered is, why is it that instead of fostering enterprise 
at one time without controlling rates and controlling rates 
at another time without fostering enterprise both cannot 
be done at the same time? Why is it that rates cannot 
be so fixed under government control as to give a reason. 
ably safe return for investment, and at the same time 
be fair to the public? I think the question was answered 
by Senator Cummins and Interstate Commerce Commis. 
sioner Clark in the recent hearing. I quote from the re 
port: 

“Senator Cummins: Mr. Clark, you recognize, of course, 
that the great difficulty in the adjustment of rates in the 
past year—one of the great difficulties—has been that two 
roads which must do business upon the same rates can. 
not do business with the same outcome. That is to say, 
the rates that will make one road rich will put another 
road into bankruptcy. 

“Commissioner Clark: That would be so. Yes.” And 
it was answered by Director-General Hines in the same 
hearing when he said: “Any level of rates which will 
provide enough revenue to sustain the weak roads will 
give the strong roads more than the public is willing for 
them to have.” 


There is the difficulty. The whole system of rate regu- 
lation and the whole business of transportation rest upon 
the necessity that rates for competing roads shall be the 
same. Yet rates so low as to prevent the most favorably 
situated railroads from receiving excessive returns for 
their service will ruin the bulk of the railroads of the 
country, while rates so high as to permit the bulk of the 
railroads of the country to live will give to the most 
favorably situated roads returns that the American peo 
ple will not stand for. If that difficulty is solved, all other 
questions are comparatively easy of solution. Our present 
law leaves that difficulty as an insuperable obstacle to 
fair rate making. I think the simple provisions which 
you have suggested do solve the difficulty. If Congress 
follows your suggestion and fixes a fair rate of return for 
the railroads of each rate-making district as a whole and 
requires the rate-making authorities to fix rates which will 
presumptively yield that rate of return, and then requires 
that in case any particular road makes more than the 
prescribed return, the excess shall be taken by the gov- 
ernment and disposed of equitably as you propose to pro 
mote the public interest in transportation, there is no rea- 
son why railroad credit should not be re-established and 
railroad development proceed promptly, and with it the 
development of the business of the country. 

This being done, all the rest of these elaborate plans be 
comes mere machinery—much of it unnecessary machil- 
ery—including, doubtless, many useful provisions and 
some necessary provisions which are adequately provided 
for in your plan also. 

I wish, however, to say one thing about the idea of com- 
pelling federal incorporation, whether as applied to exist 
ing railroad companies or new consolidated regional com: 
panies. I think that comes under the head of machinery, 
which is not only necessary but mischievous. The process 
of getting all the $17,000,000,000 of railroad securities of 
the 2,300 railroads of the country away from the millions 
of present holders with all the litigation and injustice and 
dissatisfaction and obstruction of credit involved would 
require so many years of controversy that it would not 
meet the present exigency. The patient would be dead 
before the remedy was applied, and nothing useful would 
be gained after it was over, for the power of government 
to regulate the present corporations is practically as com 
plete as it would be to regulate the proposed federal cor: 
porations. There is really only one avowed purpose which 
could be accomplished by that plan, and that is to with 
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draw the railroads entirely from the jurisdiction of the 
state commissions. This is unnecessary, because Con- 
gress has power to authorize the federal rate-making au- 
thorities to overrule the state commissions in respect of 
rates which interfere with the interstate commerce rates. 
The state commissions ought not to be destroyed. The 
people along the lines of the railroads in the several 
states ought to have near their home bodies to which they 
can go for a redress of grievances against the railroads. 
They ought not to be compelled to go to Washington for 
that purpose. The state commissions have been of great 
yalue hitherto, and they ought to continue their useful 
service under the limitations imposed by the paramount 
necessities of interstate commerce. 

If the federal incorporation plans mean anything more 
than I have stated, they mean government ownership. 

The same observation applies to the idea of a govern- 
ment guaranty. That means an attempt to assure a given 
income independently of rates instead of assuring rates 
subject to a limit of income. The inevitable result would 
be that no rates would be permitted beyond those neces- 
sary to make the guaranty good, and as the government 
must make the guaranty good there would be neither op- 
portunity nor incentive for private enterprise in the man- 
agement or development of railroads. The only real finan- 
cial interest and the only active control stimulated by in- 
terest would be on the part of the government, and this 
would lead inevitably to government ownership. Your 


plan makes the railroads work for their living and assures 
them of a chance to earn it. The guaranty plan gives 
them their living whether they work for it or not. 
is fatal to enterprise and to efficiency. 


That 


WEEKLY TRAFFIC REPORT 


The Trafic World Washington Bureau. 


According to a report of traffic conditions for the week 
ended April 28, made public by Walker D. Hines, Director- 
General of Railroads, the movement of freight throughout 
the country shows considerable improvement over the 
week previous. This is especially true with respect to 
shipments of grain and grain products from the Southwest- 
em and Southern Regions. Tidewater coal dumpings in- 
creased 37,933 tons in the Pocahontas Region over the 
previous week. In the Southwestern Region the loading 
of miscellaneous commodities showed considerable in- 
crease, forest products increasing approximately 15 per 
cent over the week previous. A heavy movement of fat 
cattle from Southwestern Texas continues. The summary 
follows: 

“Eastern Region—The increased movement of freight 
traffic did not materialize as was expected, but reports from 
the interior indicate that the general tone of the shipping 
public is optimistic and improvement is looked for. 

“There is some decrease of furnaces in blast in Central 
Territory as compared with last week’s report. 

“General reports indicate decrease in unemployed labor. 

“Resumption of full marine operations in New York har- 
bor on Monday last is bringing the export situation into 
more normal conditions, and there is a probability of re- 
sumption of domestic lighterage deliveries on permit basis 
very shortly. Thirty-one vessels have been, or are being 
loaded direct at New York harbor rail terminal. 

“About 3,200 cars commercial export received during the 
week, 3,500 being delivered. 

“There are about 12,000,000 bushels of grain in elevators, 
boats and cars at New York, but sufficient ships are in the 
harbor to take care of all requirements. 

“Passenger reports are very satisfactory, the movement 
from out of town for the parade of the 26th Division at 
sary April 25, taxing facilities of Boston roads to their 
utmost. 


“Allegheny Region—Freight operating conditions 
about normal. 

“Adjudication of labor difficulties in New York harbor 
has resulted in a freer movement of traffic. 

“Grain movement continues heavy and special efforts are 
ting made to provide elevators in the Chicago District 
with sufficient cars to meet loading requirements. 

“The movement of ore via the lake was resumed April 18. 

Considerable decrease in the number of open top cars 
— and box car requirements were heavy, but supply 

pie. 

“Regular passenger travel is normal but tourist and 


are 
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excursion travel to the seashore resorts is showing heavy 
increases over corresponding period of 1918. The outlook 
is for an abnormally large seashore business during the 
coming season. 

“Conditions at ticket offices and baggage rooms in the 
large terminals are favorable and traffic is being handled 
without congestion. 

“No industrial trains were withdrawn during the week. 

“Pocahontas Region—Tidewater coal dumped shows some 
increase over previous week, but last week’s showing of 
cars loaded in region and received from connections was a 
disappointment. The present outlook is that April will 
show improvement over March. Total loads, other than 
coal and coke, decreased 119 cars. Compared with same 
period last year, tidewater coal dumped decreased 123,668 
tons. 

“The lumber business has shown the greatest improve- 
ment of any other traffic. 

“General passenger travel is about normal as compared 
with past few weeks, earnings continuing to show increases 
over same period last year. 

“Seventeen extra sleeping cars were required to take 
care of overflow travel, eight of which were for the accom- 
modation of resort travel between New York and Hot 
Springs, Va., and White Sulphur Springs, W. Va. Military 
travel shows substantial decrease. 

“Conditions at consolidated and other ticket offices satis- 
factory, several reductions in force having been made. 

“Baggage claims, which were unusually large during 
1918, are gradually being reduced and service much im- 
proved. ‘ 

“Southern Region—The peach crop in the Western Divi- 
sion of the Norfolk Southern Railroad has been badly 
damaged by cold and frost, and reports indicate that the 
yield will be 50 per cent less than that of last year. 

“Growers’ organizations are being formed at various 
points for systematic handling of a bumper sweet potato 
crop; the indications are that an increased movement 
amounting to several hundred carloads will result. 

“The general freight movement showed some decrease 
for the past week as compared to the previous week. 

“The movement of crude oil from the Eastern Kentucky 
districts continues to increase, 343 cars having been han- 
dled during the past week. 

“Some improvement in the movement of grain and grain 
products has been noted and the demand continues good, a 
shortage of soft wheat, however, being claimed by some 
millers. 

“New Orleans reports the steamer ‘Beechland’ with 
cargo of agricultural implements sailing on the 19th for 
France, this being the initial sailing of the Nacirema 
Steamship Corporation, which has purchased fifteen wood- 
en ships from the United States Shipping Board, five of 
which will be operated out of New Orleans, and the num- 
ber will be increased to fifteen boats within the next three 
months. 

“Five special trains were necessary during the week to 
handle the excess travel due to military parades and large 
number of discharged soldiers homeward bound. Ample 
equipment was provided to accommodate all business of- 
fers. In addition to these special movements, a large num- 
ber of extra Pullman, coach and baggage cars were han- 
dled for regular trains to care for special party movements, 
theatrical companies, etc. 

“Effective April 20, Southern Railroad trains Nos. 108 
and 113, previously operated between Keysville, Va., and 
Oxford, N. C., were extended to operate daily to and from 
Durham, N. C. 

“Owing to summer schedule becoming effective April 14 
and 15, a number of drawing room and compartment cars 
were withdrawn. 

“Central Western Region—For the week ending April 
22, as compared to same week.last year, there was a de- 
crease of approximately 12 per cent in number of cars of 
freight loaded, the greatest decrease beiug in coal loading. 
Live stock loading also decreased considerably, while grain 
loading shows some increase. The movement of grain 
products is increasing and the demand for equipment is 
heavy. 

“On account of the relatively mild winter, reports indi- 
cate that the wool clip will be much better in quality this 
year than in previous recent years. : 

“Passenger travel continues heavier than for correspond- 
ing period last year. 

“Considerable extra equipment and second sections of 
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regular trains were required to handle the business dur- 
ing the past week. Sixty troop trains and extra equip- 
ment in special trains were required to handle soldiers; 
special trains also being required to handle laborers for 
the sugar beet producers. 

Changes in schedules were made upon several roads, 
the principal ones being in those of the Wabash, which 
will materially improve service to the public. 

“Southwestern Region—Loading of grain and grain prod- 
ucts, live stock and miscellaneous commodities showed 
considerable increase, forest products increasing approxi- 
mately 15 per cent over previous week. Lumber dealers, 
while complaining that building trade is not reviving, 
anticipate an early resumption of service. 

“The low cost of fuel oil has caused coal producers to 
predict a reduction in coal consumption. New production 
in all southwestern oil field developing daily. 

“Heavy movement of fat cattle from southwestern Texas 
continues. 

“Prospects for a good apple crop throughout the ter- 
ritory favorable, although reports indicate that last frost 
damaged strawberries and peaches in southwestern Mis- 
souri—probably 10 per cent. 

“Crop conditions continue very favorable throughout 
southwestern. territory, there being ample moisture, ex- 
cept in some portions of Missouri and Arkansas. 

“Dry goods dealers in the St. Louis district report busi- 
ness improving daily and are optimistic as to prospects. 

“Despite the handicap to local travel due to farmers 
being busy with their spring work, regular passenger 
travel in some sections was about 20 per cent heavier 
than last year. Extra sleepers were operated between a 
number of principal points to care for overflow business. 

“War Department—The situation at New York as of 
April 24 shows 872 cars on hand, 1,348 cars received dur- 
ing the week, 1,458 cars unloaded, deliveries exceeding 
arrivals by 110 cars; 159 cars frozen beef arrived during 
the week, on which both line service and delivery were 
entirely satisfactory. 

“Material and supplies from overseas continue to arrive 
for movement to interior storage. 

“Coastwise Steamship Lines—Offerings of all classes of 
southbound freight for the Southern Pacific line to New 
Orleans and Galveston continue heavy. There is no freight 
of any consequence held at any of the ports awaiting 
movement, with the exception of Norfolk, where there 
was on hand, April 25, 3,600 tons. 

“Leaf tobacco and vegetable movement northbound by 
the Old Dominion Steamship Line very heavy. 

“It is expected that between 500 and 600 carloads of 
onions will be handled in coastwise movement. 

“Effective May 10, the service of the Ocean Steamship 
Line between New York and Savannah will be increased 
to two sailings weekly in each direction, and on June 1 
the service between Boston and Savannah will be in- 
creased to two sailings weekly in each direction. 

“Passenger travel continues to show increases. . 

“Agricultural Section—Farm labor supply in the United 
States is reported as 84.4 per cent of normal; farm labor 
demand 101.8 per cent of normal. The supply is con- 
siderably better in the far west than in the north Atlantic 
states. 

“There is an active movement of settlers into the Da- 
kotas, Montana, Wyoming and Colorado and very large 
acreage will be planted in crops this year. 

“Weather conditions for crops and fruit generally good, 
wheat being good in all districts. Some frost damage to 
fruit in various sections. 

“Mail and Express Section—Conditions all over the 
country practically normal. 

“Reports for the first half of April of the number of 
claims presented indicates a material reduction over 
March. 

“General—The overseas return of troops is very heavy. 
Since April 19 nearly 50,000 men have been returned to 
various ports, a total for the month to date being 175,486. 

“During the past week 101,549 men were handled to 
and from the various camps.” 


NEW CARS ACCEPTED 
The Railroad Administration announces that it accepted 
122 new cars for the week ending April 19, 23 going to the 
Southern Pacific and 99 to the P. McK. & Y. 
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In this department will be answered questions of both legal 
practical nature that confront persone dealing with trafic. a 
Seana sae acide tetris ae ee 
departmen: give opinion in answer simple question 
rela’ to the law of interstate tion of 3 


rela 


or that involves a situation too complex for 
the kind of investigation herein omens. z 
Traffic Service Bureau, Colorado Building, Wodliantes, D.C. 


Questions and Answers 


Which Higher Rate Applied 

Ohio.—Question: A shipper in “A” shipped to “B” an 
L. C. L. shipment, routed water-and-rail via Toledo. Qn 
account of an embargo on the rail line specifically men. 
tioned in the bill of lading, the water carrier delivered the 
shipment to an electric line at Toledo, whose rates from 
Toledo to “B” are higher than the rates applicable via 
the route shown in the bill of lading. The originating 
carrier (water) refuses to entertain a claim for overcharge 
on the basis of the charges applicable via the route shown 
in the bill of lading and furnishes no evidence to show that 
an attempt was made to divert the shipment to other rail 
lines from Toledo, whose rates would be the same as the 
carrier shown in the bill of lading. 

Please advise whether there are any rulings or decisions 
of the Interstate Commerce Commission covering a case 
of this kind. 

Answer: Conference Ruling No. 83 and the decisions 
referred to therein, namely, Woodward & Dickerson vs. 
L. & N. R. R. Co., 15 I. C. C. 173; Weyl-Zukerman & Co. 
vs. C. M. Ry. Co., 27 I. C. C. 495; and Morse Lumber Co, 
vs. L. & N. R. R. Co:, 33 I. C. C. 572, cover the point in 
question. The Commission held therein that the initial car- 
rier was responsible to the shipper for’ the increased 
charges resulting from the diversion to a line via which 
higher rates applied. 


Advance in Rates as Applied to Combination Rates Under 
General Order No. 28 


Indiana.—Question: We note your answer on page 942 
of The Traffic World of May 3, to “California” with ref- 
erence to the application of General Order No. 28 as ap 
plied to combination rates. 

Taking the example cited by “California.” We believe 
that if the rates to San Francisco and beyond San Fran- 
cisco were carried in the same tariff that it would be 
proper to add the sum of the two rates in effect prior to 
June 25, and make a total addition of twenty-five per cent 
instead of adding twenty-five per cent to each separate 
factor. 

We would like to have you advise us with reference 
to this and with special reference to it if the shipment 
in question were grain products. We are more inclined 
to believe that this would be true of grain products’ ship- 
ments than of other shipments that were not covered by 
some special provision in General Order No. 28. 

Answer: If the rate in question were one based upol 
an arbitrary or differential. over a base point rate, or if, 
as in some instances, the through rate is based upon seP 
arate factors shown in the same tariff and provision 15 
made for the addition of the increase to the sum of such 
factors, then it would be proper to add the arbitrary 
differential to the base point rate or to add the increase 
to the sum of the separate factors. However, in answer 
ing the query referred to by you we had in mind two 
separate factors published in separate tariffs. 

If the shipment consisted of grain products the same 
rule would apply. 

Increaséd® Rates Under General Order No. 28 


Texarkana.—Question: When using tariffs published 
prior to June 25, 1918, in constructing rates to points 
taking an arbitrary or differential over a base rate, which 
is the proper method to apply the twenty-five per cent I 
crease; to apply it on the arbitrary and the base rate 
separately and add the results together, or apply the 
twenty-five per cent to the sum of the base rate and the 
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arbitrary? A similar question to this was asked and an- 
spered in the April 26 number of The Traffic World. This 


question referred particularly, however, to the application - 


of the increase on two locals. ; 

The opinion of traffic officials in this community is at 
yariance regarding this matter. For example, we are in- 
terested in class E rates on sewer pipe and clay products 
moving from defined territories to differential territory in 
Texas. The old rate to common point territory was 39 
cents and the differential to a certain point was five cents. 
By adding these two rates together we get 44 cehts, which, 
plus twenty-five per cent, makes 55 cents. If we applied 
the twenty-five per cent to each factor in this instance, it 
produces a rate of 55% cents. 

We would thank you to advise us the correct method 
to use in applying the increase on shipments as above 
mentioned from defined territory to Texas and differential 

rritory. 

ll The proper method for applying the twenty- 
five per cent increase under General Order No. 28 to rates 
constructed upon arbitraries or differentials over base 
points is to add the twenty-five per cent to the sum of 
the base point rate and the arbitrary or differential, for 
the reason that the differential basis shown in F. A. Le- 
land’s tariffs is. merely a convenient form of publishing 
through rates. 

The basis outlined above is provided for in some of 
the twenty-five per cent supplements issued by individual 
carriers and tariff publishing agents. 


Rates on Mixed Carloads of-Live Stock Under Official 
Classification 


Ohio.—Question: A mixed carload of live stock consist- 
ing of calves, hogs and one sheep. The basis for the rate 
is subject to the Official Classification. The question is 
the correct interpretation of supplement 29 to a mixed 
carload when but one sheep is part of the mixture. 

Will the lawful charge permit the application of the 
carload rate based on the hogs and calves and the less- 
than-carload first class rate and actual rate on the one 
sheep, or will the basis be the carload sheep rate on the 
entire mixture? My interpretation of supplement 29 is 
that the sheep rate must apply on the mixture unless the 


hog rate at the carload basis and the rate on the sheep 
at estimated rate of 3,000 pounds would be cheaper. To 
be more explicit, is the one sheep, if rated separately, sub- 
ject to 3,000 pounds at first class rate or is the sheep 
subject to actual weight at first class rate? 


Answer: On the shipment in question the proper rate 
to apply is the carload rate and minimum weight on the 
calves and hogs, whichever is highest and the less-than- 
carload rate at estimated weight of 3,000 pounds on the 
sheep, unless a lower charge can be made by using the 
carload rate and minimum rate applicable to the highest 
rated animal or animals in the shipment. 


Advancing Rates as Applied to Combination Rates Under 
General Order No. 28 


There is some misunderstanding as to the proper basis 
for applying the twenty-five per cent increase under Gen- 
eral Order No. 28 to through rates based upon combina- 
tion of intermediate rates. 

The rule is that, except as to commodities specifically 
covered by Freight Rate Authorities Nos. 10 and 4161 of 
the Railroad Administration, which includes, with a few 
exceptions, all articles shown in paragraph A, section 2, 
of General Order No. 28, the twenty-five per cent increase 
is t0 be added to each factor of a combination rate. 

As to commodities covered by Freight Rate Authorities 
Nos. 10 and 4161, the. basis provided for in E. Morris’s 
Freight Tariff No. 228, I. C. C. No. U. S. 1 and F. L. Spei- 
den’s Freight Tariff No. 44, I. C. C. 267, which provide 
in general for the addition of the increase to the sum of 
the factors after deducting the increase, should be applied. 


Shipside Rates 

On traffic destined to the Orient 
Via the port of San Francisco, as per,rule 20 of R. H. 
Countiss’s Tariff No. 29-B I. C. C. 1054, which provides 
that the rates apply to shipside at the wharves at Long 
Beach, Oakland, Port Costa, Redondo Beach, Richmond, 
San Diego, San Francisco, San Pedro and Wilmington, 
Calif, do the terminal lines absorb the state toll at San 
Francisco, Calif.? 

Answer; Under rule 20 of R, H. Countisa’s I. C. C. 1054 
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the export rates named therein apply to shipside and 
include the cost of getting shipments within reach of 
ship’s tackle. There are no other charges assessed by 
the carriers against shippers on this traffic: 


Increased Rates Under General Order No. 28 


Montana.—Question: In a blanket supplement which 
authorizes increases as per General Order No. 28, one 
of the carriers serving this territory does not mention 
its class and commodity tariff, which carries rates on 
stone, sand, brick, etc., under the caption listed under 
“Exceptions to Table of Rates,” which names specific in- 
creases on the articles stated, but in advancing their rates 
on these commodities use the specific increases as pro- 
vided for other tariffs listed. 

In writing the general agent of the carrier, who is also 
chairman of one of the district freight committees, regard- 
ing this he advises that, as the tariff is shown under “List 
of Tariffs Supplemented Hereby” he considers that refer- 
ence as sufficient authority to authorize the advancement 
of the commodity rates on the articles in question in ac- 
cordance with the specific advances shown as applying 
to those commodities. 

What would you consider the proper amount of increase, 
twenty-five per cent or the specific amount? 

Answer: The proper increase in the instance referred 
to by you is the specific increase shown under the hear- 
ing “Exceptions to Table of Rates” in the twenty-five per 
cent supplement. 

The fact that a certain tariff is not mentioned in the 
list under one of the captions shown under the heading 
“Exceptions to Table of Rates” does not preclude the ap- 
plication of the specific increase to a commodity which 
takes a specific increase under General Order No. 28. The 
listing of the tariff under the heading “Exceptions to Table 
of Rates” is merely for convenient reference, the twenty- 
five per cent supplements of many carriers not listing the 
tariff is listed in the general list of tariffs to which the 
tariff is listed in the general ist of tariffs to which the 
twenty-five per cent supplement is a supplement, the 
proper increase under General Order No. 28, namely, the 
specific arbitrary, and not the full twenty-five per cent 
increase, should be added. 


Two Carload Shipments in One Car 


Indiana.—Question: We have had a question come up 
which is very similar to the question asked on page 471, 
Traffic World, on March’ 2, 1918, under caption “Mixed 
Carload Rating Under Rule 10, Official Classification.” 

The question in the item above referred to is “two 
different kinds of feed loaded in one car under one bill 
of lading.” Our question is, “two different shipments tak- 
ing different rating on one bill of lading in one car.” The 
only aifference is that the commodity differs from the 
commodity mentioned to The Traffic World item of March 
2, 1918. 

The question asked by the shipper over the D., L. & 
W. was very plainly stated, but in my mind not clearly 
answered. 

Our question is, can two carload quantities taking a 
different carload rating be loaded in one car at one point 
of origin by one shipper consigned to one’ consignee at 
one destination on one bill of lading, be treated as if 
they were loaded in two separate cars on two separate 
bills of lading? Or woulda shipper, in order to get the 
benefit of a double load in one car, be obliged to use two 
bills of lading? 

Answer: A carload of freight is the quantity of freight 
designated in the classification or commodity tariff as 
constituting a carload. Therefore, if the classification or 
tariff provides in conjunction with the rating and through 
rate a carload minimum, of, say, 24,000 pounds, a ship- 
ment of that weight is a “carload of freight” within the 
meaning of rule 5-B of the Official Classification, and 
there is no inhibition against loading and forwarding two 
separate and distinct carload shipments in the same car, 
when each such shipment consists of sufficient weight to 
entitle it to the carload rate, and charges are paid on basis 
of the carload rate on each ‘shipment to its proper destina- 
tion, provided two bills of lading are used. 


Carrier’s Liability for Special Damages 


Michigan.—Question: We made a shipment of two cars 
building material for house construction, which consists 
of lumber cut in length, inside finish lumber, doors, win- 
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dows, hardware, all materials necessary for the complete 
erection of a house, to a point in Pennsylvania. It became 
necessary while these two cars were in transit to trans- 
fer them, and in so doing the railroad company trans- 
ferred the materials in such a condition that it necessi- 
tated extra time in sorting, as well as delay in teaming, 
and for which we were compelled to reimburse our cus- 
tomer for the extra time he was compelled to pay for same. 
These materials are loaded so that those loaded in car 
first are the materials which the customer will need to 
use in beginning his construction. 

We entered our claim against the railroad companies to 
recover this money, and they have declined. same, with 
the advice that, inasmuch as no specific reference was 
made as to the manner or order in which the contents 
of these cars were loaded, and that no notation was made 
on the bill of lading to the effect that the car must not 
be transferred en route, they have declined to admit any 
liability in the matter. 

We would be pleased to have you give us any ruling 
that you might have in a case of this kind, as we have 
argued the matter. out with them on all points, but they 
positively refuse to entertain our claim. 


Answer: The claim in question does not appear to be 
based upon any breach of contract or carriage or involve 
such consequences as from the nature of the subject mat- 
ter of the contract may be reasonably deemed to have 
been in the contemplation of the parties at the time it 
was entered into. Such damages cannot be recovered un- 
less by the terms of the contract or by direct notice they 
are brought within the expectations of the parties at the 
time the contract of shipment was made. Such damages 
are known as special damages. They are not covered by 
ordinary bill of lading, the provisions of which limit the 
loss to an amount that must be computed on the basis 
of the value of the property at the place and time of ship- 
ment. If, however, it can be shown that the carrier neg- 
ligently handled and loaded the shipment at transfer point 
and by reason thereof it was damaged in transit so that 
when delivered at destination its market value was less 
than its value at point of shipment at time of shipment, 
then the carrier would be liable in the sum equivalent 
to the difference between two such values. 


Storage Charges on Perishable Freight 


Oklahoma.—Question: I would like you to publish in 
the columns of The Traffic World a reply to this state- 
ment: What is known as a “peddler car” of fresh meat 
arrives at station A about 8 o’clock in the morning, is 
partly unloaded and forwarded to another station. There 
is unloaded a shipment of fresh meats, eggs and butter 
for Mr. X, who runs a store in the outskirts of the town 
and has no telephone and cannot be notified by that means 
that the shipment is on hand. The railroad agent has on file 
an order to deliver all shipments for Mr. X to a certain 
transfer company, and they notify this transfer company 
that the shipment is on hand. The transfer company is 
unable to remove this shipment up to 1:30 p. m. and the 
shipment is placed in cold storage. At about 2:30 the 
transfer man calls for the shipment and is informed that 
the shipment is in cold storage. He calls at the storage 
company and finds that there are $1.25 storage charges. 
The railroad agent contends that the storage charge should 
be paid by the consignee, inasmuch as the goods were of 
a highly perishable nature, and that they were put in 
storage for the protection of the goods for the consignee. 

The question that has been brought forward very promi- 
nently in this case is, that the railroad company must 
provide the proper facilities for caring for any kind of 
freight that it receives for 48 hours without regard to 
its nature, unless they have provided a rule or regulation 
to the contrary. 

Answer: Assuming that the carrier’s tariffs contain no 
provision to the contrary or that no local rule affecting 
car service or storage was set aside, it is our opinion that 
the carrier is not justified in charging storage on the 
shipment described in the above inquiry. A carrier who 
holds itself out to carry perishable freight is under the 
obligation to do so safely and to provide the necessary 
facilities for carrying and handling and protecting the 
same. It must not only transfer such freight safely, but 
must protect it during the period that it is being held 
for delivery at destination and carrier is liable as such 
until the freight has been constructively delivered or 
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received by the consignee at destination. Under Section 
5 of the uniform bill of lading property not actually re. 
ceived “by the consignee is held by the carrier as such 
for 48 hours after notice of its arrival has been duly 
sent or given,” and while notice to the transfer company 
aforesaid was equivalent.to notice to the consignee, yet 
the transfer company was entitled to 48 hours withip 
which to receive the property after being notified, befor. 
any storage charges could accrue. 


Industry Maintaining Tracks Damaged by Carrier 


Wisconsin.—Question: Will you kindly advise us through 
the columns of your valuable paper interpretation of Gep. 
eral Order No. 15, covering maintenance of industry 
tracks? The railroad company is doing the repairing of 
our industry tracks and are rendering us bills monthly 
for same. During the spring, while switching, the railroaj 
company have had several wrecks also off track, damaging 
considerable ties, and other materials, and are sending 
us bills covering this work. Will you kindly advise if this 
should be paid by us or whether the railroad company 
should stand this expense? 

Answer: It is our opinion that the purpose of General 
Order No. 15 does not contemplate that an industry is to 
maintain in a safe condition that part of an industry 
track which has been impaired through the negligent use 
or acts of the railroad company. While paragraph 1 (a) 
(d), of General Order No. 15 requires the industry to 
maintain that part of the track beyond the right-of-way 
of the railroad company and authorized the company to 
refuse to operate over it when the industry fails to main- 
tain it in a reasonably safe condition, yet paragraph | 
(e) specially states that the railroad company’s use of the 
track is subject to no detriment of the industry. An agree. 
ment by which the industry is to be penalized for neg. 
ligent acts of the railroad company would be violative 
of all equitable doctrine and create a situation clearly 
provided for in paragraph 3 of General Order No. 15 read- 
ing, “where industry tracks are covered by written con- 
tract, such contract shall be adhered to until otherwise 
ordered; but where any such contract appears to work 
irregularities or injustice the circumstances should be 
brought to the attention of the regional director, who 
will report thereon to the Director-General if conditions 
seem to warrant.” ? 


Carriers to Stop at Intermediate Points 


Ohio.— Question: On March 26, 1919, we forwarded a 
part carload shipment from a point in Ohio to a point in 
New York, and the original bill of lading in our possession 
carries notation reading in effect as follows: “Stop at 
intermediate. point to complete loading.” The carrier’s 
tariff provides that the commodity in question is permitted 
to stop off at an intermediate point to complete loading 
at a charge of $5 per car. 

The carrier failed to stop off and, instead, handled 
through to final destination, the error not being detected 
until car had almost reached destination, and, inasmuch 
as the same was well on its way we immediately started 
a new car from the intermediate point to pick up the 
freight which was intended for the first car. There was 
not a minimum carload of this commodity in the first or 
second car; however, freight charges were assessed by 
the carrier based on the minimum weight of the com- 
modity, thereby damaging us to the extent of $41, based on 
the difference of actual weight and the minimum weight 
of each car. Claim was filed versus the carrier and de 
clined by them, stating that their tariff did not guarantee 
this service, neither did we request a return of the car. 
We contend that the carrier’s negligence in not living 
up to their contract they should acknowledge their liability 
and honor our claim. 

Answer: The United States Supreme Court has held 
that no carrier may extend any privileges or facilities 
other than such that are published in public schedules, 
Southern Railroad Company vs. Prescott, 240 U. S. 632. 
In the shipment in question it can be accepted as a fact 
that the carrier’s tariffs do not provide for a duplicate 
shipment of the kind described to move at other than 
Cc. L. rate on minimum C. L. weight when loaded at less 
than such weight, or that the carrier will so transport 
a duplicate shipment on its failure to stop at interme 
diate points to complete loading of the original shipment. 
In such instances the procedure is to require the carrie! 
to return the car to the intermediate point to complete 
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joading, and all additional services so performed are at 


the expense of the carrier. 
Time Within Which to Sue 


Pennsylvania.—Question: Shipment moved from New 
york to Philadelphia, October, 1917, and no notice given 
to carrier of shipment not being received until August, 
1918, about ten months after date of shipment, at which 
time a chance was taken, and claim presented, which was 
acknowledged two days later, giving us their number un- 
der which their investigation would be handled. 

The claim was in the common carrier’s possession from 
this date to Feb. 1, 1919, during which time we presumed 
that the claim was being investigated. This was evi- 
dently wrong, however, as we received a letter dated 
Feb. 1, 1919, in which they declined this claim, owing to 
its not having been presented within the six months’ pe- 
riod covered in the bill of lading contract. 

This stand on the part of the railroad company, of 
course, we understand to be perfectly proper, although 
we do wonder why it took them six months to reach this 
decision. It was our belief that the notifying of a carrier 
that claim was to be presented only applied to the six 
months’ period in which to file claim with the carrier, 
but we have been informed that this procedure must also 
be followed before we can enter suit in the common 
courts, within the two years and one day period. 

Answer: The Cummins amendment provides that claims 
for loss, Where required, must be made in writing within 
six months after a reasonable time for delivery has 
elapsed and suits for loss shall be instituted only within 
two years and one day after a reasonable time for de- 
livery has elapsed. It will be noted that two separate 
and distinct things are required to be done; one is that 
the claim be made within six months and the other that 
suits must be instituted within two years and one day. 
The provisions being in a conjunctive and not a disjunc- 
tive form, it is obvious that if the claimant fails in the 
performance of the first requirement that he cannot re- 
cover the amount of his claim merely by complying with 
the second requirement. 


Party Liable for War Tax 


Florida.—Question: John Smith is a lumber broker. 
John Doe is in the manufacturing business and desires to 
buy certain quantity of lumber and, in endeavoring to 
secure prices to cover the material needed, he mails out 
inquiries to various concerns asking for their prices for 
material on delivered basis at his station. John Smith 
quotes the lowest bid—say, $45 per thousand feet f. o. b. 
destination. In fulfilling his contract it is necessary for 
him to ship from mills in various parts of the country and 
the shipments are received freight collect, thereby caus- 
ing John Doe under section 501, war revenue act, to pay 
war tax. In your opinion, taking into consideration the 
majority of the working rules, who should be ultimately 
charged with war tax, John Smith or Joe Doe? 

Answer: John Smith, having covenanted to deliver the 
lumber shipments at destination, should have paid the 
freight charges in advance and would then have been 
the person from whom the government collected the war 
lax. He having failed to pay the freight charges in ad- 
vance and the carrier having collected them from John 
Doe, no doubt the latter, when paying the invoice price, 
also deducted the freight charges and would have been 
justified, in the absence of an agreement to the contrary 
— him and John Smith, to have deducted the war 
ax also. 


Loss in Shipment ‘Moving in Seal Record 

Saskatchewan.—Question: 1. Referring to your issue of 
April 19, under caption “Loss in Shipments Moving Under 
Seal Record.” As we were not subscribing to your issue 
prior to April 12 and, as we note that page 494 of your 
March 1, 1919, issue replies to this inquiry, in which we 
are very much interested, we would appreciate an extract 
from your issue above referred to, containing your answer 
to “Indiana.” 2 

2. We would also like to have the benefit of your ad- 
vice as to carrier’s liability on a loss claim, goods short 
from car, contents loaded on an industrial spur and 
checked by shippers without railway checker present; car 
traveled under loading station seals, at destination, con- 
— ‘Soe by consignee without railway checker being 
esent. 
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Answer: Under the policy adopted by the U. S. Rail- 
road Administration, the carriers are now generally re- 
fusing to honor claims for losses in shipments that have 
moved through from originating to destination points with 
clear seal records and, while disposition by the carrier 
will prevent shipper from securing an amicable settlement 
with the carrier, yet it is by no means determinative of 
the carrier’s rights in court should the claim be prese- 
cuted by suit. In General Order No. 57 the Director-Gen- 
eral says: “There is no good reason why carriers should 
assume responsibility for claims on the basis of which is 
solely a difference between the loading and out-turn 
weights,” and stipulates in rule 8 (a) that, “if, full in- 
vestigation by carriers, no defect in equipment or seal 
record is discovered, such record shall be considered to 
show that the carrier has delivered all of the grain that 
was loaded into the car.” However, under section 21 of 
the Pomerene bill of lading act, and the general weight 
of authority, it is our opinion that the carrier cannot suc- 
cessfully maintain disposition in court. The courts have 
generally held that if the owner shows by satisfactory 
evidence that a certain quantity of goods had been loaded 
at shipping point, and that a lesser quantity had been 
received at destination point, the carrier is prima facie 
liable for the difference, even though the shipment moved 
under car seals which were intact at destination point, 
and places upon the carrier the burden of proving that 
the shipper did not in fact load the quantity alleged, or 
that the loss occurred through improper loading by the 
shipper, or that the difference in weight was caused by 
shrinkage, evaporation, or other causes over which the 
carrier has no control. 

2. The answer to No. 1 substantially answers question 2. 


Freight Due on Reconsigned Shipment 


Oklahoma.—Question: We sell and ship a car of .ma- 
terial from “A,” consigned to Smith at “B,” and prepay 
freight at correct rate of 20 cents. Before car reaches 
“B” Smith sells car of material to Black and gives the 
railroad agent at “B” an order to ‘deliver car to Black. 
Black goes to the agent at “B” and diverts the car to 
himself at “‘C” and pays $2 reconsigning charges, plus war 
tax. Through rate from “A” to “C” is 25 cents per cwt. 
When car reaches “C” railroad agent delivers without 
collecting balance of 5 cents through rate from Black 
and it cannot be collected now on account of Black being 
insolvent, and we would like to be advised if we as ship- 
pers can be held responsible for this balance due bill, as 
car was not diverted by either original shipper or con- 
signee, but diverted by Black, who only held an order 
from Smith to the agent at “B” to deliver him the car. 

Answer: If you contracted with the initial carrier to 
make delivery only at “B” and gave no reconsignment 
order for delivery at some other point, you were not in 
fact the shipper of the shipment moving from “B” to “C” 
and therefore cannot be held liable for the additional 
freight charges incurred through the reconsignment. 


NORTHWESTERN LOADING REPORTS 


Regional Director Aishton makes the following loading 
report for April, 1919: 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
” Coportate by West Publishing Co.) ' 


BILL OF LADING 
Order Bill: 

(Supreme Court of Michigan.) An order bill of lading, 
though negotiable, represents money, not property.—J. F. 
French & Co. vs. Pere Marquette Ry. Co., 171 N. W. Rep. 
491, 

One who merely had custody of an order bill of lading 
for another without right of property or interest in it 
or control of it or right of possession beyond its safe- 
keeping, was not the “holder” of such bill within act 
Cong. Aug. 29, 1916, federal uniform bills of lading act, 
42 (U. S. Comp. St. 8604uu) defining holder.—lIbid. 
Delivery Without Surrender of Bill: 

Despite act Cong. Aug. 29, 1916, the federal uniform 
bills of lading act (U. S. Comp. St. 8604aaa-8604w), un- 
der the Carmack amendment (U. S. Comp. St. 8604a, 
8604aa) of the federal interstate commerce act, imposing 
liability on initial carrier for loss of or injury to property 
on other lines, where railroad issued order notify bill 
of lading covering shipment, and terminal carrier turned 
goods over by irregular consignment to another carrier 
on strength of statement of third person that he had bill 
of lading, without asking for or seeing it, the initial car- 
rier was liable.—Ibid. 

Contract: 

(Supreme Court of Alabama.) Bills of lading are prima 
facie contracts of both carriage and delivery, and carrier 
must ordinarily deliver only in accordance with bill of 
lading.—Ocean S. S. Co. of Savannah vs. People’s Shoe Co., 
81 So. Rep. 241. 

Ownership: 

Consignee in bill of lading is presumptively owner of 
goods, and must be treated by carrier as absolute owner 
until it has proper and valid notice to contrary, and a 
delivery to him without such notice will discharge carrier. 
—Ibid. 

Indorsement: 

An indorsement of a shipping receipt transfers title to 
goods.—Ibid. 

Failure to Find Consignee: 

Where consignee of goods or indorsee of bills of lading 
cannot be found, it is carrier’s duty to retain goods until 
claimed, or store them in a warehouse for and-on account 
of owner, who is prima facie consignee or indorsee.—Ibid. 
Reconsignment: 

Unless consignor while goods are in transit changes in- 
structions, consignee may change time and place of de- 
livery.—Ibid. 

Succeeding Carrier Refusing Goods: 

Where a succeeding carrier refuses to receive goods, 
tendering carrier must use reasonable diligence to notify 
consignor or consignee, whichever is entitled to such no- 
tice, and to take reasonable care of goods while awaiting 
instructions, and if carrier, at request of consigor or con- 
signee, deposits goods in warehouse of a third party, its 
liability as a carrier or warehouseman is terminated, and 
it is not liable for subsequent loss, destruction, or injury 
to the goods.—Ibid. 


Where succeeding carrier refused to accept goods, and 
consignee instructed tendering carrier to store goods in 
warehouse, liability of tendering carrier to owner, whether 
consingee or consignor, for subsequent loss or injury to 
goods, terminated upon storing goods as instructed.—lIbid. 

Assuming that consignor of-interstate shipment was en- 
titled to notice of storage of goods in a warehouse, con- 
signee having refused to accept the goods, notice from 
initial carrier to consignor was sufficient, in view of the 
Carmack amendment (U. S. Comp. St. 8604a, 8604aa).— 
Ibid. 

Consignee Refusing Goods: 

Assuming that it is duty of. carrier to notify consignor 
of refusaal of consignee to accept goods, mere failure to 
do so does not of itself constitute a conversion.—Ibid. 
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Conversion: 

Where goods were shipped from Alabama to Massachy. 
setts, and there was a conversion of the goods in Magga. 
chusetts, in that carrier improperly stored goods in ware. 
house, where they were lost or injured, laws of Massachy. 
setts must control in action in trover.—lIbid. 


LOSS OF OR INJURY TO GOODS 


Special Damages: 


(Supreme Court of Tennessee.) In an action against 
carrier for damage to an asphalt plant transported by it 
and wrecked in transit, no recovery could be had for over. 
head expenses due to the enforced idleness of plaintiff's 
workmen, such item of damages not being in contempla. 
tion of the parties—-West Const. Co. vs. Seaboard Air 
Line Ry. Co., 210 S. W. Rep. 633. 

Interest: ; 

In an action against a carrier for damages to an asphalt 
plant in transit, it was within the discretion of the chap. 
cellor to allow interest on cost of repairs paid by com. 
plainant, recovery of which was sought from carrier.—Ibid, 


OIL CASES REOPENED 


The Trafic World Washington Bureau, 


With a view to harmonizing its decisions in those cases, 
the Commission, on its own motion, has reopened No, 
9327, the National Petroleum Association et al. vs. M., K. 
& T. et al., and No. 6817, the Kanotex Refining Company 
vs. A., T. & S. F., for such further hearing as it may here- 
after direct. The reopened Kanotex case is not the one 
in which the legality of a combination of state and inter. 
state rates was in question. 


Both cases, in a way of speaking, are appendices to the 
Midcontinent Oil case, as a result of which the Commis- 
sion made an order readjusting rates on petroleum and 
its products from the midcontinent field to practically all 
destinations. If the carriers had carried out the orders 
of the Commission in that case these probably would not 
have arisen. 


In the Kanotex case, calling in question the reasonable. 
ness of the interstate rates from Caney and Coffeyville, 
Kan., to Woodward, Okla., the Commission held a rate 
of about 35 cents to be unreasonable to the extent that 
it exceeded a subsequently established rate of about 225 
cents and held the carriers liable in reparation, but never 
announced the period to be covered by the reparation 
order. The subsequently established rate was made op 
erative about six months after the decision in the mid 
continent case. 


Reparation was denied in the National Petroleum case, 
although, if the carriers had acted promptly on the Mid 
continent case, the reasons for its filing would not have 
existed. The Commission treated the case as a general 
readjustment and therefore not one in which reparation 
should be awarded. The rates involved applied, as in the 
Kanotex case, from Kansas points of origin to Oklahoma 
destinations, and, apparently, was just as much of an it 
stance of delayed readjustment as the Kanotex. 


Inasmuch as both cases appeared to be based on a de 
layed readjustment, the findings in favor of and against 
reparation appear to be in conflict. The reopening order 
conveys the idea of a conflict because, in regard to the 
National Petroleum case, it says the reopening is to be 
“on the question of whether or not reparation should be 
awarded and, if so, from what dates and for what period.” 
The further hearing in the Kanotex case, according to the 
report, is to be on “the question of the date upon which 
the rate (of about 35 cents) became unreasonable and 
from which reparation, if any, should be awarded, and 
the amount thereof.” 


The language of the order in relation to the Kanotex 
case leaves the inference that the Commission might re 
verse itself in that case and thereby bring it into harmony 
with the National Petroleum case. It is believed, how 
ever, that if the Commission reverses itself in that case 
litigation would result, because, as a rule, shippers ale 
inclined to insist that the Commission’s. duty, since the 
decigion in the Darnell-Taenzer case, is to award repart 
tion without regard to how it feels on the subject as t 
whether the loss has fallen on the complainant as an ott 
of-poeket matter, or merely as a reduction in profits. 
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Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


igests taken from Reporters and Digests of National Reporter 
teen, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


REGULATION OF COMMON CARRIERS 


Contract as to Rate: ; 

(Supreme Court of Tennessee.) Where a railroad com- 
pany inspects and classifies as pitch material which is 
claimed to be asphaltum, and enters into a contract with 
a shipper to transport it for a given sum, the contract 
is binding, notwithstanding that the rate charged is less 
than the authorized tariff rate, in the absence of a showing 
of mistake.—West Const. Co. vs. Seaboard Air Line Ry. 
Co, 210 S. W. Rep. 633. 

Where a shipper under protest pays a higher rate than 
called for by the contract under which material is shipped, 
in order to obtain the material which he needed, such 
payment is not a waiver of the contract.—Ibid. 

Remedies of Shipper: 

(Supreme Court of Tennessee.) Interstate commerce 
act, No. 22 (U. S. Comip. St. No. 8595), providing that 
nothing in the act shall abridge existing remedies, but 
that the provision of the act shall be in addition thereto, 
reserves to the shipper his remedies existing at common 
law or statute, in so far as they do not conflict with the 
provisions of the act, so that, where no administrative 
question is involved, and the shipper does not invoke the 
aid of the Interstate Conimerce Commission, he may pros- 
ecute his common-law or statutory remedies.—Southern 
Lumber & Mfg. Co., New River Lumber Co. vs. Tennessee 
Ry. Co. et al.; Tennessee Ry. Co. vs. Standard Trust Co. 
et al, 210 S. W. Rep. 639. 

Where a shipper applies to the Interstate Commerce 
Commission in regard to discrimination, he must proceed 
in accordance with the interstate commerce act.—lIbid. 

Interstate commerce act, 9 (U. S. Comp. St. 8573), allow- 
ing persons damaged by any common carrier to complain 
to the Interstate Commerce Commission, or to bring suit 
for damages in federal courts, provides two methods for 
the ascertainment of damages, which are exclusive, one 
to the Commission, and the other to the federal courts.— 
Ibid. 

Under interstate commerce act, 16 (U. S. Comp. St. 
$584), relating to awards of damages to shippers, when 
an award has been made by the Commission, but such 
order has not been complied with by the carrier, the 
shipper may institute suit either in the federal or state 
court.—Ibid. 

Discrimination: 

The state court has no jurisdiction of a suit by a shipper 
to recover damages for discrimination against a common 
carrier, based on a finding of the Interstate Commerce 
Commission reducing rates for freight shipments on the 
ground of discrimination, no award of damages having 
been made by the Commission.—Ibid. 

Federal Laws: 

(Supreme Court of Alabama.) Liability of connecting 
carriers in interstate shipment of goods is governed by 
federal statutes and law of carriers as construed by fed- 
eral courts—Ocean S. S. Co. of Savannah vs. People’s 
Shoe Co., 81 S. Rep. 241. 


EXPORT TRAFFIC REPORT 


The Trafic World Washington Bureau. 


According to a report made public May 12 by the Di- 
tector-General, there were 9,147 cars of export freight, ex- 
clusive of bulk grain and coal, received at north Atlantic 
borts for the week ended May 7 for shipment overseas, 
While 9,393 cars had been delivered. 

At the port of New York there were 994 cars of provi- 
‘ions on hand, consigned to the British, French and Italian 
sovernments, to the Belgian Relief Commission, the Food 
Administration and Packers’ Relief. This shows a reduc- 
lion of 316 cars over the week previous. The tonnage 


ation at this port for provisions is reported as satis- 
ctory. 
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On May 7 there were 17,720,670 bushels of grain in ele- 
vators at north Atlantic ports. There were received dur- 
ing the week 7,307,905 bushels, while 8,241,393 were cleared. 
' At south Atlantic and Gulf ports there were 10,216 car- 
loads of export freight on-hand on May 7, as against 10,522 
cars for the week previous. Grain in elevators at these 
ports for the same period amounted to 2,516,927 bushels. 
The report follows: 


Port Situation on Overseas Traffic 


“Except as otherwise specified, the situation is as of 
May 7, 1919. Week ending May 7. 
Received. Delivered. 
(In cars.) 
Export freight received and delivered at 
north Atlantic ports (exclusive of bulk 
grain and coal) ; 9,147 9,393 
Or an excess of deliveries over receipts of 246 cars. 


“The total number of carloads of export freight on hand, 
exclusive of bulk grain and coal, at north Atlantic ports 
as of May 7, was 31,439, as compared with 31,567 cars for 
same day of the preceding week, a decrease of 128 cars. 

Food Situation : 

“As of the 7th instant, reports show at north Atlantic 

ports, 7,944 carloads of export food on hand (exclusive of 


bulk .grain), as compared with 7,369 carloads as of April 
30, an increase of 475 cars. These cars are distributed 


among the various ports as follows: 


New York 
Boston 
Philadelphia 
Baltimore 


Newport News 
Norfolk 


“Boston—Situation at this port is generally satisfactory. 

“New York—Conditions at New York show continued 
improvement. 

“Provisions on hand on the morning of the 7th instant 
were 994 cars, of ownership as follows: 


British 
French 
Italian 
Belgian R. C. 
Food administration ...... 176 

“Last week report showed 1,310 cars on hand, the re- 
duction being 316 cars. 

“The tonnage situation for provisions is generally sat: 
isfactory. 

“There has been a slight improvement in the average 
delay to lighters. 

“Philadelphia—Conditions good. 

“The Brooks Steamship Company, mentioned in last 
week’s report, will probably send out their first boat, 
‘Zavella,’ the coming week. 


“The Pacat Steamship Corporation’s steamer, 
Maru,’ will probably sail May 20. 

“Baltimore—Situation satisfactory. 

“Newport News—The barley on track at Newport News 
has all gone into the elevators and 1,000,000 bushels of 
grain has been permitted to that port. Situation generally 
satisfactory. 

“Grain Situation—The grain situation as of May 7 indi- 
cates as to north Atlantic ports there are 17,720,680 bushels 
of grain in the elevators. While there has been received 
in the elevators 7,307,905 bushels, there has been cleared 
during the week 8,241,393 bushels, an excess of deliveries 
over receipts of 933,488 bushels. 

“South Atlantic and Gulf Ports—At south Atlantic and 
Gulf ports, as of May 3, there were 10,216 carloads of 
export freight on hand, as against 10,552 cars of April 
26, a decrease of 336 cars. 

“Grain—Stocks of grain in elevators as of May 3, 2,516,- 
927 bushels, as follows: 


Packers’ relief 
Miscellaneous 


‘Kiau 


Bushels. Bushels. 


593,822 

ssveeese: SRE 

i 

“The situation as regards grain is satisfactory. 

General Comment of the Past Week’s Operations in Export 
Traffic at South Atlantic and Gulf Ports 


“Wilmington—Two schooners are in port taking on a 
total of 4,950 tons of steel for account of the French gov- 
ernment. 


Galveston 


OD aieaice 


New Orleans 
Port Arthur 
Texas City 
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“Charleston—Inactive. 

“Savannah—One steamer cleared with 3,041 tons of pea- 
nut cake for Denmark and one with 1,354 tons of coal for 
Cuba; six vessels are in port taking on mixed cargo for 
Europe. 


“Export loads in yards on wheels, 287; in warehouses 
and on piers, 1,321; and on ground, 1,007; total, 2,615, 
compared with 2,721 previous week. 

“Brunswick—Inactive. 

“Fernandina—One steamer cleared with 3,250 tons phos- 
phate rock for Norway. 

“Jacksonville—Inactive. ; 

“Pensacola—One barge cleared with lumber for Havana, 
one schooner in port taking on lumber for Sweden, and 
another taking on lumber for Holland. 

“Mobile—One steamer cleared with mixed cargo for 
Cienfuegos, 1 schooner with lumber for Cuba, 1 steamer 
with staves and ties for Liverpool, 1 schooner with lum- 
ber for Holland, 1 schooner with lumber for Porto Rico 
and one schooner with staves for Portugal, 4 steamers 
and 2 schooners are in port taking on flour and lumber 
for Liverpool, Holland and Porto Rico. 

“Gulfport—One steamer and one schooner cleared with 
lumber for South America; 7 schooners are in port taking 
on cargoes for foreign destinations. 


“New Orleans—Seven steamers cleared with cargoes for 
Mexico, 11 for Central America, 5 for Cuba, 2 for Porto 
Rico, and 12 for Europe; 44 steamers are in port taking 
cargoes for destinations (foreign). Export loads in yards 
on wheels, 985; warehouses and on piers, 1,262; and on 
ground, 963; total, 3,200, compared with 3,411 the week 
previous. 

“The Lukens Steel Company, a subsidiary of the Con- 
solidated Steel Corporation, announces that they will im- 
mediately construct an additional commodious warehouse 
at a cost of $300,000 at New Orleans and that all the large 
manufacturers, 11 in number, embracing the Consolidated 


Steel Corporation, will, effective at once, use the port of. 


New Orleans in exporting steel products to Latin-American 
countries and Japan. 

“The Docket Board of New Orleans announces that they 
have purchased four squares of ground along the water- 
front on which shipside coal loading machinery and stor- 
age sheds will be erected at once, substantially increasing 
the ship coaling facilities at this port. 

“The New Orleans and South American Steamship Com- 
pany announces the inauguration of monthly sailings from 
New Orleans to the West Coast of South America, effect- 
ive in June. 

“Port Arthur—One steamer cleared with cargo of wheat 
and lumber from Manchester, England, and one vessel is 
in port taking on lumber and steel for Madagascar. 

“Texas City—One steamer cleared with mixed cargo for 
Cuba. 

“Galveston—Five steamers cleared with mixed cargoes 
for Europe and 6 vessels are in port taking on freight for 
various European destinations. 

“Export loads in yards on wheels, 94; in warehouses 
and on piers, 1,662; and on ground, 52; total, 1,808, com- 
pared with 1,768 the week previous. 


Summary Pacific Coast Situation 


SAN FRANCISCO. 


April 11. April18. April 25. May 2. 
On wheels 517 527 474 408 
In storage 4 4 0 
On ground 


408 


342 
412 


478 


335 
388 


531 


Arrived during week 359 
Delivered ships during week 539 349 


PUGET SOUND DISTRICT. 
April 11. April 18. April 25. 
2,089 2,136 1,991 
587 637 707 


2,676 2,773 2,698 


42 120 
693 578 
592 521 


May 2. 
2,030 
676 


2,706 
132 


449 
436 


On wheels 
Pe GN i cceredesiccewecns 


Arrived during week 
Delivered ships during week 


To-day’s Traffic developments are told of today 
in the Daily Traffic World. 


THE TRAFFIC WORLD 


Vol. XXIII, No, 9 


EXPORT AND IMPORT RULES, ETc 


The Trafic World Washington Bure, 


The War Trade Board announces that the export op. 
servation list as of May 9, 1919, is as follows: 


*Ammunition, X2. 
*Cartridges and shells, loaded and unloaded, X2. 
*Shot, in bulk, X2. 
*Coal. 
*Coke. 
*Explosives, X2. 
Films, moving-picture, as follows: 
*Unexposed, X20. 
Exposed, but undeveloped. 
*Exposed and developed, X20 or X30. 
*Firearms, all types, X2. 
Flour, as follows: 
heat. 
Grains, as follows: 
Wheat, except seed wheat. 


*Individual licenses not required to Canada and Newfound- 
land. Shipment of these commodities to those destinations 
may be made under Special Export Lincense RAC-63. 

Where shipments of grain are made for seed purposes, ship- 
pers are cautioned to state that fact on the shipping papers, 


The War Trade Board announces the following regula 
tions governing the exportation of manufactures of goli, 
effective May 9, 1919: 


All manufactures of gold, the bullion value of which does 
not exceed 65 per cent of the total value, may be exported, 
without individual export licenses, under the special export 
licenses applicable to the exportation of commodities not on the 
export conservation list. The shipper must, however, state in 
his export declaration (Customs Cat. No. 7525) the bullion value 
of each item in the shipment and the total value of such item, 
and that no item in such shipment has a bullion value in excess 
of 65 per cent of the total value of such item. 


Every manufacture of gold, the bullion value of which ex- 
ceeds 65 per cent of the total value, is now regarded, for the 
purpose of exportation, as gold bullion, the exportation of 
which is under the excluisve control of the Federal Reserve 
Board. All applications, therefore, to export manufactures of 
gold, the bullion value of which exceeds 65 per cent of the total 
value, should be filed with the Federal Reserve Bank of the 
district from which the shipment is made. On such applications 
must be stated the value of the gold content of the articles 
proposed to be exported, as well as the total value of such 
articles. 


The War Trade Board announces that General Import 
License PBF No. 37, announced in W. T. B. R. 713, issued 
April 29, 1919, has been amended so as to exclude from 
its provisions potash, dyes and dyestuffs, including dye 
bases, crudes and intermediates, when coming from Great 
Britain, France, Italy, Japan or Belgium, and their pos 
sessions, protectorates and colonies, as set out in item 5 
thereof. 

As now amended, PBF No. 37 authorizes the importa 
tion into the United States from all countries of the world, 
excepting Germany (including the Rhine Provinces), Lux 
emburg, Hungary and those parts of Russia under Bol- 
shevik control, of all commodities exept the féllowing: 


1. The following foodstuffs: 

(a) Sugar. 

(b) Wheat. 

(c) Wheat flour. 

2. The following commodities, the importation of which con- 
tinues to be controlled by reason of existing agreements: 

(a) Pig tin, tin ore, tin concentrates and all metal alloys 
containing tin, including tin drosses, tin oxides, 
solder drosses, type metals, antifriction metals, 
waste metals and other metals containing tin, ex- 
cept tin plate and tin plate scrap. 

(b) Nitrate of soda and nitrate of potash. 

(c) Emery and emery ore, except that mined in Canada. 

3. Salvarsan, neosalvarsan, arsphenamine and all substitutes 
therefor and equivalents thereof. 

4. All commodities whatsoever which have been produced or 
manufactured in Germany or Hungary, irrespective of the pres- 
ent location of such commodities. 

5. The following commodities, the control of whose importa- 
tion by individual import license is necessary to insure an 
effective control over the importation of certain commodities 
included under Item 4 above, whose origin is difficult to 
ascertain. 

(a) Dyes and dyestuffs, including dye bases, crudes and 
intermediates. 

(b) Potash. 


The foregoing amendment provides that hereafter indi 
vidual import licenses will be required for all importations 
of potash, dyes, or dyestuffs, including dye bases, crudes 
and intermediates, from every source whatsoever. 

The War Trade Board announces that Special Export 
License RAC-79 has been issued through the Customs 
Service, effective May 8, to permit the exportation by 
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freight or express, without individual export licenses, of against the importation of emery and emery ore were re- 
ETC all articles not included in the export conservation list moved, are released for immediate use, and such condition 
when destined to Switzerland; provided, such shipments need not be further observed by the holders of such 
rt are consigned to the Societe Suisse de Surveillance Eco- _ licenses. 

con. : “ ” Pal hes eed" ince 
nomique (“S. S. S.”). d 
The War Trade Board announces that Special Export 

License RAC-78 has been issued through the Customs OCEAN F REIGHT RATES 

service, effective May 8, to permit the trap ec ye The Trafic World Washington Bureau. 

freight or express, without individual export licenses, o The rate department, Division of Operations, United 

all articles not included in the export conservation list States Shipping Board, May 9, announced European Tariff 


when destined to European Holland, provided, such ship- No 49.4 canceling European Tariff No. 12, fixing rates of 


ments are consigned to the Netherlands Oversea Trust. , 
The War Trade Board announces that General Import oo United States gulf ports to European ports, as 


License PBF No. 2, as described in W. T. B. R. 556, issued 
Jan. 28, 1919, has been extended to permit the importation Rates are on all cargo except as mentioned below. 

into Alaska, the Canal Zone, the Philippine Islands, Guam, Per 100 lbs. Per cu. ft. 
Hawaii, Tutuila, Porto Rico, or the Virgin Islands of all United Kingdom (see note) ...........:eeeeeeees 

commodities and to further allow transshipment into the Holland (Rotterdam) ................sseeeeeeees 


continental United.States of all except those controlled fn rag wong EES te teececcccccccccocces 


















































vfound- ae eee rs sac 6 ieteetere earae 6 aie eee 
te commodities hereinafter enumerated. CI COND ic 5 i. 5:00. 0ditriconeee cin cieiee 
NN ict doviichra, 9a nis <tnrn: berms acd wi inion w 
s, Ship: #81, The following foodstuffs: Se SS MUNNUED! 6 fivksin 5 6 2cienibn tee oocedmene 
ers, (a) Sugar. Exceptions: 
(b) Wheat. Barytes, canned goods, lead billets, spelter, starch, sul- 
regula- (c) Wheat flour. : : ‘ phur (to United Kingdom ports), per 100 .Ibs............. $ 
f gold . The following commodities, the importation of which con- Je: ROR TSS CES Ges toe cee eencccenenseccccccese. 
gold, tinues to be controlled by reason of existing agreements: Tobacco (to United Kingdom ports), per 100 lbs............ $ 
(a) Pig tin, tin ore, tin concentrates and all metal alloys Steel (to United Kingdom ports), per ton 2,240 Ibs........ $20.00 
containing tin, including tin drosses, tin oxides, solder Steel (to Havre, Bordeaux, Antwerp, Rotterdam), per ton 
h does drosses, type metals, anti-friction metals, waste met- BE LE, a. ceigiwon sGbmbeceees sédomartaad viakield oebaen oases 28.00 
ported, als and other metals containing tin, except tin plate Steel (to Barcelona), per ton: 2,240 IDB. ...cecccccccccccecces 40.00 
export and tin plate scrap. Note.—As to rates based upon weight or measurement at 
on the (b) Nitrate of soda and nitrate of potash. ship’s option, these will be applied in principle according to 
— (c) Emery and seneey ore, ——- that et » Sonate. the commodity list contained in Tariff No. 8. © 
n value . Salvarsan, neosalvarsan, arsphenemine, and all substitutes Above rates per 100 Ibs. or cubic foot at ship’s option 
h item, therefor and equivalents thereof. ‘ * Py 
exis [Bi All'commodities whatsoever which have been produced or 4 {pW welgtPay op" Meces and, of Rackages, welghing up. to 
manufactured in Germany or ungary, irrespective o e v t : 
— present location alt such commodities, api . of 4,480 lbs. each, customary heavy lift scale to be added. 
3. The following commodities, e control of whose importa- P 
+l ™ tion by individual import license is necessary to insure an The board also issued European Tariff No. 9-D, canceling 
eserve effective control over the importation of certain commodities European Tariff No. 9-C, the new tariff being the same as 
ires of included under Item 4 above Whose origin: Is diicult to 9.0 encept that a Fate’ et’ $1.50 per hundred pounds ‘or 60 


e total 


of the (a) Dyes and dyestuffs, including dye bases, crudes, and cents per cubic foot is established from North Atlantic 
rations intermediates. ports to Lisbon. 
irticles (b) Potash. Rates of freight on sugar, per ton of 2,240 pounds, from 


f such The War Trade Board announces that W. T. B. R. 642, United States Atlantic and Gulf ports to South American 


issued March 12, 1919, has been amended so as to permit Ports, are announced as follows by the United States Ship- 
‘mport [shipments from the United States to Czecho-Slovakia to Ping Board: 
issued be made via the German port of Hamburg upon condition North Brazil— 


. from # that such shipments are consigned directly to the Ameri- Para, Maranhao, Ceara, Manaos .......... : Landed. 
g dye @ can Relief Administration at that port for the account Of = “NAPA vereerrereereccrrececscccereerererece ; Landed. 
Great Ma named consignee in Czecho-Slovakia. = = = =§=-—§_————— Gabedello oi... eee eeeceeccecceeeceecceueses I Landed. 
r pos- The foregoing ruling does not, however, apply to ship- neti tianatl R F. FLA. 
tem 5 @ ments of finished munitions of war. a eee 

Outstanding export licenses which require shipment to sli dae tae cae a ¥ Lapted. 
porta: # e made via Trieste, Fiume, or French or Italian ports Mancelo, Rio Ge FaUeire: 6csieccicsiceccdcccsees a Lapdea. 


world, @ Will not be valid for shipment via Hamburg, but, upon 


, Lux. § pplication to the War Trade Board, new licenses will be I FORE 2 «+ vs ar ewiversmniseaecinsins 


r Bol: @ promptly issued authoriziig shipment via Hamburg in ac- PITTITITITITITIT TET eee 
wing: § ‘ordance with the foreging ruling. South Brazil— 
The War Trade Board announces that, owing to the un- ico Belidiens de ted, Wises 
settled conditions in Latvia and Lithuania, licenses for the ; 
export of commodities to these destinations will be granted ae do Sal sgaasececcssssensscsescecs 
only in exceptional cases. Civaiemaeries egre, SlOTAS wcccccccccccccsceccce 
1 con- The War Trade Board announces that the regulations SS BR IE DE EN Mlle Nie a. 


governing the export of commodities from the United Argentine— 


Sides, States to Luxemburg and to that portion of the Rhine ne Anes noheentenpre ieee nenet nn 


etals, Provinces of Germany which is included within the area FIOSNtD, WRN - WIOUOR . 650006 cseeescenes 


1, eX- of the military occupation by the American and allied Port Madryn .....ccsescseccccsesccecccecees 
armies, and the importation of commodities into the a pen 50.00 
United Stat f th t t it h . WTBR-630 re 94-9 - see eeeee rh 
nada. ates from at territory, aS shown In , All rates are per 40 cubic ft. or 2,240 lbs. ship’s option, and 
itutes @ issued March 6, 1919, are amended as follows: apply on pieces and or packages weighing up to 4,480 lbs. weight 
eacn., 
ed or It is no longer necessary for exporters to submit with their For pieces and or packages in excess of 4,480 Ibs. each cus- 
pres: Hi applications for licenses to export to the above-mentioned ter- tomary heavy lift scale to be added. 
ta- [tory the number of the import certificate issued by the Inter- Customary port surtax to be added. 
or A Allied Economic Committee at Luxemburg. Applications for ex- F 
ales port licenses should be filed with the War Trade Board on Form Rates of freight from Pacific coast ports to the Far East 
it to A i are announced as follows: 
The War Trade Board announces that all existing re- All cargo except as below. 
s and @Strictions on the importation of emery and emery ore have Per 100 Ibs. Per cu. ft. 


been removed, effective May 13, 1919, and that shipments yonen. See ereicess tiene ote diirt er eaeauensy #60 033 


of such commodities may hereafter be entered under Gen- Exceptions—_ 4 
ind: ‘Tl Import License No. PBF37, described in W. T. B. R. ee ee MMNN Tess onnnesk'-esatesnnehen 45 
¢ j FASOUMC wee eereerereeeeeevvereseesssesesssveese . 
tions 5, issued May 8, 1919. : : Small arms ammunition.................0e08 45 
rudes [Shipments of emery and emery ore now in the United High explosives and dynamite.............. Special_contract. 

‘tates, entered under import licenses which were issued winiaiianibis “= ahah iy Tr} 
xport firm the condition that such emery or emery ore would V'\i To rates apply on ploces and or packages weighing up to 
toms Jt be used for consumption until a period of sixty dayS 4 o90nbs. weight each. For pieces and or packages in excess of 
n by d elapsed from the date upon which the restrictions 4/000 Ibs. each, customary heavy lift scale to be added. 
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OPERATION OF SHIPS 


The Trafic World Washington Bureau. 


Senator Jones, of Washington, who will be the chairman 

of the Senate commerce committee in the new Congress, 
has prepared a bill providing for the private operation of 
all merchant ships built by the government during the 
war, the ships to be sold outright or chartered to American 
citizens or corporations. Two plans of sale are provided, 
one permitting payments to be completed in three years 
and the other in twenty years. 
. In announcing that he would introduce the measure at 
the extra session, Senator Jones said it was intended to 
care for the present situation until conditions become nearly 
normal and a wise and permanent shipping policy based 
on normal conditions can be developed. 

The methods and practices of the United States Shipping 
Board probably will be the subject of investigation by Con- 
gress, such an investigation being favored by Senator Pen- 
rose, who took the position in a statement issued by him 
that “the shipping industry of the country is imperiled by 
uncertain conditions prevailing.” 


MERCHANT MARINE CONFERENCE 


The Trafic World Washington Bureau. 


The U. S. Shipping Board will hold a conference May 
22, 23 and 24 with representatives of national organiza- 
tions relative to the maintenance, operation and develop- 
ment of the American merchant marine. Invitations to 
the conference have been sent to the American Steamship 
Association, the American Importers’ and Exporters’ Asso- 
ciation, the National Foreign Trade Council, the Chamber 
of Commerce of the United States, the National Board of 
Farm Organizations, the Farmers’ Council, the National 
Mercantile Marine Association, the American Federation 
of Labor, the American Bankers’ Association, the National 
Association of Manufacturing, the Illinois Manufacturers, 
the Shipowners’ Association of the Pacific, the Mississippi 
Valley Association, the Exporters’ and Manufacturers’ As- 
sociation, the Atlantic Coast Shipbuilding Association, the 
Kansas Agricultural College, the University of Illinois, 
the Puget Sound Association of Shipping Board Managers 
and Operators, American Manufacturers’ Export Associa- 
tion, the College of Agriculture of the University of Wis- 
consin, the Chicago Association of Commerce, the Michigan 
Farm Clubs, and the Ferrymen’s League. 


SHIPS FOR FOREIGN COUNTRIES 


The Trafic World Washington Bureau. 


President Wilson has approved the plan of Edward N. 
Hurley, chairman of the United States Shipping Board, 
under which American shipyards will be permitted to build 
ships for foreign account, according to an announcement 


made at the White House May 13. American shipyards 
will be permitted to accept such contracts so far.as that 
can be done without interfering with the building of ships 
for the American merchant marine. Without the presi- 
dent’s permission this could not lawfully be done. 

Chairman Hurley took up the matter with the President 
by cable last week, announcing that if the President ap- 
proved, the shipyards would be enabled to broaden their 
opportunities to get business and furnish continuous em- 
ployment for their labor. It is understood that a number 
of shipbuilders were anxious that the restrictions relative 
to building ships for foreign account be removed, so that 
they could compete with foreign shipbuilders. 

Allocation of a considerable number of vessels to South 
American trade routes will be possible by July 1, accord- 
ing to Shipping Board officials. At present there is a 
greater shortage in tonnage devoted to South American 
trade than elsewhere, due to European relief work and the 
transportation of troops, although not so many Cargo car- 
rying ships are being used for the latter purpose, the Navy 
doing a great deal of that work. 

Southern ports in the United States are particularly 
anxious to have ships allocated to trade routes between 
them and South American ports. Shipping Board officials 
say this demand for ships will be met as soon as condi- 
tions will permit. The Board already has assigned a num- 
ber of ships to South American trade. 
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It is apparent that time is being marked in Shipping 
Board circles until something is done by Congress relative 
to an appropriation and the policy that will be followej 
by the Board in the ensuing year. The Shipping Board 
as is the Railroad Administration, is in need of money, 

At the last session of Congress, the Shipping Boarj 
asked for $650,000,000, but Congress adjourned Withoy 
making the requested appropriation. It is probable that 
the board will ask for at least $600,000,000 at the extra 
session. In a statement at Philadelphia, Commander hie 
Ackerman, assistant to Chairman Hurley, said that unleg 
Congress appropriates at least $600,000,000 before the end 
of June, practically every shipyard in the country wil] be 
obliged to suspend operations on government orders, 

“We are nearing the end of our rope,” said Commande 
Ackerman. . 


FOREIGN MAIL SERVICE 


The Trafic World Washington Bureny, 


The Post Office Department, May 14, issued the folloy. 
ing statement relative to foreign mail service: 


“The speedy resumption of the foreign mail servic 
where interrupted by war has followed the signing of the 
armistic, and there has also been a considerable extep. 
sion in the parcel post, foreign, beyond points reached 
before the war. New foreign parcel post service with 
Siam was entered into Jan. 31, 1919; with Alsace-Lorraine 
Feb. 20, 1919; with the Union of South Africa, April 1) 
1919; with Luxemburg, April 23, 1919; with paraguay, 
April 30; with Algeria, Corsica and Tunis and with Egypt 
on the same date; with British India, May 12, and with 
Palestine and Mesopotamia. 


“The foreign parcel post has been resumed with Be: 
gium, Greece, Liberia, Iceland, Madeira Islands, Norway, 
Denmark, Netherlands and Sweden, and all of Italy. 


“The mail to Beligum, interrupted during the war, was 
re-established Nov. 20, 1918; and since January 7 the mail 
service has been re-established with Servia, Roumania, Fin- 
land, Bulgaria and Luxemburg, Alsace-Lorraine, Czecho- 
Slovakia, the occupied territory of Germany, German Aus 
tria and Poland, Turkey and, for unregistered mail, letters 
and post cards for South Russia and Siberia and European 
Russia, and for Sesthonia, Croatia-Slavonia, Bosnia, Herze. 
govina and Montenegro. 


“An increase of weight for parcel post packages has 
been provided to 20 pounds for Brazil and to 22 pounds 
for British Honduras, Colombia, Nicaragua, Peru, the 
Republic of Honduras and Guatemala.” 


COAL TARIFF AMENDED 


The Trafic World Washington Bureau. 


Freight rate authority No. 7730, promulgated May 1), 
authorizes the Lehigh Valley Transportation Company t0 
amend on one day’s notice, its I. C. C.-G-25, applying on 
anthracite coal from alongside coal piers at Newark Bay 
trestle to deliveries in New York harbor, to eliminate the 
trimming charge from boat freights; to allow two days’ 
free time for loading instead of unlimited time; to change 
the free time for unloading from two days for canal boats 
and four days for other boats to three days for all classes 
of boats; to change the demurrage rate after expiration 
of free time from three dollars per canal boat per day and 
four dollars for all other classes of boats to three cents 
per ton on the full cargo capacity of boat per bill of lading, 
with a minimum of twelve dollars a day, and to add il 
the tariff that the rates do not include insurance of the 
cargo. 





POTATO CASE DECIDED 


The Trafic World Washington Bureau. 


The Commission has disposed of the big.potato cas 
Officially known as No. 9574, Commercial Club of Greeley 
against the Colorado & Southern, by holding that no pe 
tato rates from Greeley to Western Trunk Line and South- 
western Line territories had been shown to be unlawtul 
except from Greeley to New Mexico. The unlawfulness 
of the rates to that state is due to the fact that they al 
above class C. 
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Ocean Shipping Documents 


Fifth of the Series of Articles on Ocean Shipping, Being Written for the Traffic World 
by Grover G. Huebner 


The shipping documents with which the exporter is con- 
cerned include not only those required by the carriers or 
py the United States government, which were discussed 
in the preceding article, but also those required by the 
governments of the foreign countries to which the ship- 
ments are destined. Indeed, the ocean bills of lading for- 
merly referred to are in many instances subject to foreign 
consular requirements as to their contents, the invalidity 
of corrections or erasures and in other respects, and some 
countries require ocean bills of lading to be certified by 
their consular officers. 

Among the special documents required by various for- 
eign countries is the consular invoice which needs to be 
made out under the consular regulations of a number of 
the Latin-American countries, Portugal, France and the 
Philippines. In some instances this requirement includes 
all exports and in others only certain commodities, and 
the prescribed forms vary as to the items to be inserted 
and the number of copies to be prepared for certification 
by a consular officer. They ordinarily call for a detailed 
accurate description of the packages and their contents, 
their weight, the value of each item and the total value, 
their destination, their country of origin and a certifica- 
tion by the shipper that he is the exporter and that the 
statements contained in the consular invoice are correct. 


Certificates of Origin 


A number of the Latin-American countries, also France, 
East Africa, Italy, Spain, Japan, Portugal, Serbia and Rus- 
sia require the preparation of so-called certificates of 
origin, the essential function of which is to disclose the 
country of origin of the merchandise listed in the cer- 
tificate. Certification by a consular officer is required, and 
the forms and number of copies is prescribed in the 
consular regulations of each country requiring this docu- 
ment. Its purpose, in most instances, is to facilitate the 
correct assessment of import duties where the products 
of certain countries are entitled to reduced or preferential 
rates as compared with the regular or maximum tariff 
rates. In several countries, however, the purpose of the 
certificate of origin is statistical. 


Non-Dumping or Value Certificates 


A number of countries have inserted into their tariff 
laws a “non-dumping clause” which aims to prevent the 
flooding of their markets with foreign products at prices 
so low as to injure home industries. In order to facilitate 
the enforcement of this clause the Canadian government 
requires foreign exporters to prepare a non-dumping cer- 
tificate. The form used when merchandise has been sold 
Prior to shipment calls for the actual price at which the 
Wares were sold to the Canadian buyer and also the fair 
market value as sold for consumption in the principal 
markets of the United States. In case of consigned goods 
not sold before shipment, the exporter prepares a certifi- 
tate in which he states their fair market value for home 
consumption. 

The consular requirements of Australia, New Zealand, 
British South Africa and Newfoundland similarly convert 
the exporter’s commercial invoice into non-dumping cer- 
lificates, although their requirements are not identical. 
Australia, for example, requires a statement in the com- 
nercial invoice of the domestic value of the merchandise 
t 0% b. port of exportation, date of shipment, and, in a 
Separate column, its actual price for house consumption 
at date of invoice; also a statement to the effect that no 
‘iscounts, rebates or compensation of any kind were al- 
owed other than those shown in the invoice. 


Miscellaneous Consular Documents 


' Exporters of meat products or live stock destined to 
— countries are required to obtain inspection cer- 
ge from the United States Department of Agriculture, 
~ er the customs regulations of the United States as well 
an the consular rules of the foreign countries of 
* ination. Exporters of seeds, grass, plants and trees 

® similarly required to obtain from the Department of 


Agriculture or other authorities designated in the con- 
sular rates of various countries, certificates to the effect 
that they are free from plant illness or crop pests. Ex- 
porters of flour, cottonseed, patented food products or bev- 
erages, medicines and petroleum need to obtain prescribed 
certificates or labels when shipped to certain foreign 
countries. 

Before exporting to foreign markets, particularly when 
the exporter is new in the trade, it is desirable to examine 
the consular regulations of the foreign country with re- 
spect to shipping documents and requirements. Failure to 
live up to these consular regulations may result in de- 
lays and at times in costly penalties. 

Import Documents Required by the United States 


Besides prescribing the bill of lading, the United States 
government requires numerous special documents when 
merchandise is imported into the United States. The 
United States is included in that group of countries which 
still require the preparation of consular invoices. The 
foreign exporter when shipping to the United States is 
required to present for certification by an American con- 
sular officer or other authorized individual, a so-called 
purchased or blue form of consular invoice when mer- 
chandise exported to the United States has been sold be- 
fore shipment, and a consigned or white form when it is 
shipped in consignment. Three copies are usually issued 
when imports are destined to American ports and four 
when destined to interior points. 

Consular invoices are required for all imports exceeding 
$100 in value except personal effects accompanying pas- 
sengers. Should the importer be unable to produce this 
document for reasons beyond his control, the port collector 
may permit him to enter his imports on a pro-forma in- 
voice made out on a prescribed form, together with a 
bond for double the amount of the estimated duties, or 
for $100 in case the imports are on the free list. 

Beyond this point the entry of imports at the United 
States customs house requires such a high degree of tech- 
nical knowledge that the importer usually depends upon 
a customs house broker. An examination of the United 
States customs regulations will show that there are many 
different kinds of entry, for each of which different forms 
are required; and the varying requirements for different 
kinds of merchandise cause further confusion. The many 
different kinds of entry forms required are too numerous 
for description in this account, and the importer receives 
no assistance from the customs authorities. The correct 
entry form properly prepared, must, however, be pre- 
sented with the bill of lading and consular invoice or a 
pro forma invoice and bond. In the entry blank the im- 
porter needs to raise or lower the invoice price so as to 
show the true wholesale market value of the imported 
merchandise in the.foreign country on the day of departure 
of the vessel. The entry form is accompanied by an 
importer’s declaration and oath made out on prescribed 
forms. 

The custom house brokers who perform most of the 
work of entering imports for importers are licensed by 
the collector of customs in the customs district where they 
are located. They act as agents for importers in clearing 
imported wares through the customs house and receive 
a fee usually ranging from $3 to $5 per shipment for their 
services. 


Documents Obtained From Ocean Carriers by Importers 


The presentation by the consignee of a customs permit 
for examination by the customs guard at the wharf au- 
thorizes the steamship line to release the cargo to him 
so far as the customs authorities are concerned, but the 
consignee must also satisfy the requirements of the car- 
rier. The inbound freight department sends an arrival 
notice and freight bill to the consignee which informs him 
that his cargo has arrived and that he should surrender 
the original bill of lading properly indorsed and pay the 
freight charges shown in the bill. This arrival notice and 
freight bill is followed by a final notice of arrival which 
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informs the consignee that his cargo is ready for delivery 
and will be stored at owner’s risk and expense unless it 
is removed before a specified hour and date. If freight 
charges have been prepaid the consignee will also receive 
a delivery order at the time he receives the arrival notice 
or shortly thereafter, upon surrender of the bill of lading. 
If freight charges have not been prepaid the delivery 
order, which authorizes the delivery clerks at the wharf 
to deliver the cargo to the consignee, will not be given to 
him until freight charges have been paid and the indorsed 
bill of lading has been surrendered. At time of delivery 
the consignee or his agent is called upon to sign a delivery 
receipt. 

Should the consignee be unable to produce the indorsed 
bill of lading, he may furnish a bond on a form prescribed 
by the steamship line. In this bond he protects the car- 
rier against all consequences that may ensue, and states 
that he is entitled to the possession of the cargo for 
which he has not as yet received the bill of lading and 
that this bill of lading has not been negotiated, sold or 
transferred. The delay and expense connected with such 
a bond is good reason why the bills of lading should be 
obtained promptly whenever possible. 

Ship’s Papers 

Vessel owners or operators as distinct from exporters 
and importers of cargoes are concerned with still another 
group of important documents. For every voyage the 
master, owner or operator needs to prepare a ship’s mani- 
fest, in which the vessel’s entire cargo is listed with bill 
of lading and export declaration numbers, names of ship- 
pers and consignees, marks and numbers of packages, 
description of contents, measurement and weight, condi- 
tion of .packing, freight charges, name of vessel and cap- 
tain, the tonnage of the vessel, the size of its crew, sailing 
and discharging ports and sailing date. Separate mani- 
fests are made for each port of discharge. They are re- 
quired by the government of the United States and of 
foreign countries for statistical and import and export, 
vessel entry and clearance purposes. Clearance papers 
are not granted before an attested copy is presented to the 
port collector, and when arriving at a port in the foreign 
trade the manifest is an essential vessel entry document. 
It is also used by ocean carriers as a routing document, 
as a check when discharging cargo, as a freight account- 
ing basis, and in time of war as a means of identifying 
cargo. Foreign as well as United States requirements 
need to be conformed to in its preparation. 


Every vessel in the foreign trade also needs to carry a 
ship’s register or measurement certificate obtained from 
its home government; and when navigating the Panama 
or Suez canals, measurement certificates prepared by au- 
thorized government authorities in accordance with the re- 
spective measurement rules of these canals. All vessels, 
with certain exceptions, also need to obtain inspection 
certificates issued by the United States Steamboat Inspec- 
tion Service. When the crew is shipped by an American 
vessel in the foreign trade an agreement known as the 
shipping articles is signed before a United States Ship- 
ping Commissioner. A crew list needs to be deposited 
with the port collector before clearance, and this, as well 
as the shipping articles, need to be produced abroad 
whenever requested by an American consular agent. 


Other documents incident to the clearance of vessels 
are a port sanitary statement obtained from the United 
States Public Health Service, a bill of health, obtained 
from the customs authorities, a master’s oath executed on 
a prescribed form certifying adherence to the provisions 
of the seamen’s act of 1915; a similar oath certifiyng ad- 
herence to the requirements of the radio acts of 1910 and 
1912; an oath to the effect that no passengers or other 
persons not entered in the shipping articles will be car- 
ried; a special customs permit if it is desired to load bal- 
last cargo or fuel after sunset; and an oath that no meat 
products destined to certain countries, unless marked “U. 
S. inspected and passed” and covered by inspection cer- 
tificates issued by the Department of Agriculture, will be 
carried. 


The documents required when a vessel enters from a 
foreign port include not only the ship’s manifest, but an 
entry report and oath; a list of sea stores; the vessel’s 
register; and the bill of health and copies of consular 
invoices and other papers issued at the foreign port of 
clearance. 
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Before discharging, an assignment of customs employs 
other than discharging inspectors, needs to be obtaing 
from the customs authority; also permission to discharge 
cargo under preliminary entry or a general order; 2 speciq 
license authorizing discharge into lighters, and a permit 
to place unpermitted merchandise within the open spac 
or “farm” at the end of the pier. If unpermitted cargo jy 
to remain on the wharf instead of sending it to the ge, 
eral order store of the customs service, a “permit ty 
retain cargo upon wharf” needs to be obtained; if carg) 
is to be discharged during irregular hours, a license ay. 
thorizing such unloading is required; and a special permit 
is also required if bunker coal is to be taken on befor 
a vessel has been officially entered. Before some of these 
licenses and permits are granted the customs authoritieg 
may require the preparation of satisfactory bond. 


COMPENSATION ARGUMENT 


The Trafic World Washington Bureay, 


A mixture of argument and testimony was placed before 
the Commission May 15 on the application of the Arkap- 
sas & Louisiana Midland for the appointment of a board 
of referees by the Commission for the fixing of con. 
pensation for that short line for the period between Jan. 
1 and June 30, 1918, when, it insists, it was under federal 
control. The testimony was offered by E. Ford, presi- 
dent of that corporation and assistant to the president 
of the V. S. & P. The arguments were made by John §. 
Burchmore for the applying road and R. V. Fletcher for 
the Railroad Administration. 


As defined, on and off the record, the issue is as to 
whether that road ever was under federal control. It is 
unlike other short lines, in that it admits it was relin- 
quished June 30, 1918. Burchmore said it is like Abraham 
Lincoln’s borrowed wheelbarrow case, in which the de 
fendant denied having borrowed the barrow and then as 
serted that he had returned it. 


Mr. Ford was put on the stand and placed in evidence 
a mass of documents, tending, Mr. Burchmore claimed, 
to show that the road was taken over, was managed in 
accordance with orders that came from the Director-Gen- 
eral and from Regional Director Aishton. Mr. Fletcher, 
on cross-examination, had Mr. Ford admit that there was 
no change in the organization of the road as a result of 
orders or circulars from the Railroad Administration. 
But Mr. Ford, who knows what was done on the V. S. & 
P., a road that is admitted to have been under federal 
control during the first six months of 1918, the period 
for which the Arkansas & Louisiana Midland is claiming 
compensation, said that no change was made in the or 
ganization of that road. 

At the conclusion of the testimony, Mr. Fletcher asked 
for a postponement of the matter. He said the Commis 
sion must realize that the case is much more important 
than the amount of money that may be involved, because 
of the uncertainty of the legal status of several hundred 
short lines during the period in question. As reason for 
postponement he said he could not anticipate the char 
acter of the testimony that would be offered and therefore 
could not have witnesses present prepared to give testi 
mony either in substantiation or denial of what had been 
offered. 

Chairman Aitchison and Commissioners McChord and 
Hall, judging from the questions they asked, did not like 
the implication carried in Mr. Fletcher’s remarks, that 
the Commission, in giving notice to the Railroad Admin- 


istration, did not give it notice of sufficient clarity to 


enable it to be prepared. 

“Who has had supervision of the negotiations with this 
road?” asked Mr. McChord. Mr. Fletcher said John Bar 
ton Payne had. Mr. McChord asked if he was not it 
Washington and suggested that he might have been pres 
ent. Mr. Burchmore protested against a postponement on 
the ground that the Railroad Administration was Well 
aware of the issue, because the road had appeared be 
fore the compensation board and had gone into court to 
compel the giving of some compensation. 

The Commission gave Mr. Fletcher until May 17 to bring 
in his witnesses. At that time it was regarded 45 prob- 
able that Messrs. Payne and Aishton would be require 
to testify. 
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The Open Forum 


A Department for the Discussion by Patrons and Friends of THE TRAFFIC WORLD of 
Transportation Questions of Interest to Traffic Men Who Keep in Touch 
With the Times—Contributions Are Welcomed 


TAX ON TRANSPORTATION 


Editor The Traffic World: 

In your issue of May 10, on page 998, in your article on 
“Tax on Transportation,” you do not entirely cover change 
in the 3 per cent tax on freight. Under the old law 
shipments from a point without the United States were 
exempt from this 3 per cent tax; thus, shipments of 
shingles and lumber from Canada to points in the United 
States were exempt. 

Under the new law the freight on shipments from Can- 
ada is taxed the 3 per cent on such proportion of the 
freight charges as accrue within the United States. This 
makes a considerable difference to firms importing lumber 
frm Canada, and we believe that a mention of this change 
should be made in your publication. 

Eclipse Lumber Company, 
By J. Arthur Thompson, Auditor. 
Clinton, Ia., May 12, 1919. 


TRAFFIC COMMITTEE METHODS 


Mr. Max Thelen, Director, 
Division of Public Service: 

A shipper files an application with a committee for a 
certain subject, compiles the necessary data, and gets all 
his detail, in readiness awaiting the time set for hearing. 
From the writer’s experience it might be safe to assume 
that you may not know if your application was received 
by the committee, or if it may have been misplaced, de- 
stroyed or lost in the mails, account no acknowledgment 
being sent out by various committees. 

Claim departments, as a general rule, send out post- 
card acknowledgments of claims. A system similar to this 
could be adopted by the committees. This method would 
give the shipper the satisfaction of knowing his applica- 
tion was received. There are many instances where ship- 
pers are vitally interested, and if papers submitted to a 
committee should become lost or destroyed it would take 
considerable time to replace them. Further, if a matter 
were delayed in being docketed, a shipper could trace, 
because of the fact that he knew his application had been 
received. 


We believe a shipper is justly entitled to an acknowl- 
edgment of a matter of this nature, and we would very 
much appreciate your looking into the subject. We hope 
some method of procedure will be established whereby a 
shipper will receive an acknowledgment of an application 
which might be presented to be docketed for a hearing. 

Refractories Traffic Assn. of the St. Louis District, 

J. Iselin, Secy. 

St. Louis, Mo., May 13, 1919. 


RETURN OF PRE-WAR SERVICE 


Editor The Traffic World: 

I am inclosing you herewith copy of a letter written 
‘0 R. H. Aishton, Regional Director of the United States 
Railroad Administration, a copy of which has been sent 
to each Mr. Hines and Mr. Thelen. 

Since the conference with Mr. Thelen in Washington 
more than a month ago, the only change in the service 
80 far as this market is concerned, is the recognition of 
the shipper’s legal right—to deliver freight to the carriers 
daily—a right which we had previously successfully as- 
‘erted, and a right which, it developed at the Washington 
conference, had been conceded to some of the shippers 
the east from the beginning. 

Jsn’t it pretty nearly time that the shipping public be 
sven something besides promises? The war is over. 
There are plenty of men and there is a surplus of equip- 


ment. Rates are higher than ever before. The shippers 
are entitled. to something like pre-war service. The com- 
merce of the country was built up on that kind of service 
and should not now have to undergo a change to suit 
somebody’s whims. Shippers should make their demand 
upon the Railroad Administration in no uncertain terms 
and, failing there, should go to Congress. The men who 
are running the railroads now are the same men who 
have always run them and will run them after govern- 
ment control ceases. They have mistaken the patriotism 
of the shippers in submitting to arbitrary restrictions 
upon commerce without complaint as approving their ur- 
tried theories that tri-weekly service is good enough and, 
if it is not, commerce must readjust itself. They do not 
seem to understand that meek submission “as a war ne- 
cessity,” will be militant opposition the’ moment it ap- 
pears that an attempt is being made to make permanent 
the innovations originally “put over” as “war necessities.” 

What is to be said of the patriotism of the men who 
would thus take advantage of war conditions? 

St. Paul Association, 
By J. H. Beek, Traffic Director. 
St. Paul, Minn., May 13, 1919. 


Mr. R. H. Aishton, Regional Director, 
United States Railroad Administration: 

Speaking before the St. Paul Association recently you 
are reported to have said: 

“There are a number of things that we have been obliged 
to do. Your Mr. Beek got quite stirred up here recently 
about the sailing day proposition, but, as he has already 
advised you, this question has disappeared with the sail- 
ing day ships entirely into the horizon of the western 
ecean and, while it was necessary during the war period, 
it is now eliminated, we hope, forever.” 

Walker D. Hines, Director-General of the Railroad Ad- 
ministration, speaking before the Denver Civic and Com- 
mercial Association, April 28, is reported to have said: 

“It is my policy and purpose to restore railroad service 
to the sort of service given before the war.” 

Notwithstanding these gratifying announcements, we 
find that, in this city particularly, all of the railroads 
are holding freight over to be forwarded either in ac- 
cordance with the sailing':‘day schedule which we. sup- 
posed, and you “hoped,” was “eliminated forever,” or hold- 
ing it over for an accumulation to insure heavier loading. 
In either event freight is being forwarded from this 
market, to a large number of points, only three times per 
week, instead of daily, as was the case prior to the war. 

The shippers of this market find it difficult to reconcile 
the statements above quoted, and numerous others of simi- 
lar import, made by both yourself and Mr. Hines, and 
other members of the United States Railroad Administra- 
tion, with the actual performance of the Administration. 

At the conference held in- Washington on April 8 and 9 
between shippers, shippers’ representatives and represent- 
atives of the various state railroad commissions and Max 
Thelen, Director of Public Service, the keynote state- 
ment on behalf of shippers was made by a Chicago rep- 
resentative, who said: 

“Now that the war is over the railroads must again 
adjust their business to the long-established rules of com- 
merce. The rules of commerce cannot be ruthlessly 
changed to suit the whims of men who want to experi- 
ment with theories at the expense of the commerce of 
the country. The railroads of the country exist to serve 
the people; the people of the country do not exist to 
serve the railroads’”—a fact which the operating officials 
now exercising autocratic authority seem to have entirely 
overlooked. 

For twenty-five or thirty years prior to 1914 this city 
had daily service to practically all points. The same 
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condition obtained at all other markets. The business 
of the country was built up under these conditions—con- 
ditions which the railroads themselves, under competitive 
conditions, created. Notwithstanding that during this 
time the per ton per mile rate in this country was lower 
than the per ton per mile rate in any other country and 
the service rendered shippers was unquestionably better, 
the railroads, for the most part, prospered and grew 
into the magnificent systems that they were in 1914, when 
the European war created the abnormal conditions which 
necessitated more or less restrictions upon traffic and 
readjustment of service. 

But all this is past. The war is over. The government 
is calling upon business men of the country to resume 
their normal business activities and, so far as possible, see 
that their respective enterprises function normally. Busi- 
ness cannot function normally as long as the United 
States Railroad Administration insists upon practices 
which place restrictions upon the every-day commerce of 
the country. In addition to decreased service we desire 
to call your attention to the activities of the Car Service 
Section in urging upon shippers heavier loading, in total 
disregard of tariff requirements, when it is common knowl- 
edge that there is no longer any shortage of equipment 
such as necessitated heavier loading during the greater 
part of 1918. 

The public does not understand, and I venture the as- 
sertion that it cannot be made to understand, why, when 
it is paying higher rates than it has ever paid before, it 
must submit to poorer service than it has been accus- 
tomed to for the last quarter of a century. The shippers 
of the country have been overwhelmingly patriotic. Even 
before the United States entered the war they were dis- 
posed to accept whatever restrictions it was necessary 
to impose, if their imposition would add to the efficiency 
of the railroads in getting supplies to our various ocean 
ports for export to the allied nations. After the United 
States joined the allies criticisms and complaints of any 
government activity were not looked upon favorably. The 
man who indulged in them was apt to be regarded as 
unpatriotic. Therefore until recently there was little com- 
plaining—little criticism. But the situation now is en- 
tirely changed and, notwithtanding the numerous prom- 
ises of the United States Railroad Administration, there 
is generating in the minds of shippers an avalanche of 
criticism that will not be beneficial, either. to the railroads 
under their present management or to them when they are 
restored. to their owners to be managed by identically the 
same men who have managed them since Jan. 1, 1918, and 
who are responsible for the continuance of the present 
objectionable restrictions. 


While it probably does not come within your jurisdic- 
tion, I think I am justified in suggesting that the incon- 
venience and expense imposed upon shippers by the clos- 
ing of off-line offices and by taking off the street the 
traffic men, who rendered valuable service to the shipping 
public, quite aside from their solicitation of business, was 
never warranted. However, warranted or not at that 
time, there can be no reasonable justification for not re- 
storing that service now. 

In closing permit me to say that this letter is written 
after a conference with our traffic committee. It ex- 
presses the views of the shippers of this market and we 
believe it expresses the views of the shippers of the coun- 
try generally. 

Inasmuch as I have quoted Mr. Hines and Mr. Thelen 
herein, I am sending a copy of this letter to each of them. 
I am also sending a copy of it to numerous other com- 
mercial organizations who are equally interested in a 
restoration of pre-war service. 

Saint Paul Association, 
By J. H. Beek, Traffic Director. 
St. Paul, Minn., May 10, 1919. 


INTEREST ON CLAIMS 


H. P. Potter, General Traffic Manager, 

The American Ship Building Company, 

Cleveland, O.: 

I want to take off my hat to you for your article ap- 
pearing on pages 955 and 956 of Traffic World for the 
issue dated May 3, 1919. I have been handling loss and 
damage freight claims for a number of years and have 
been a strong advocate for an up-to-date claim department. 
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By this I mean a department wherein all claims are giv 
prompt and intelligent investigation and consideration 
with the work in general at all times in an up-to-date em, 
dition. This ideal is not hard to reach where everythj 
pertaining to the work is within the bounds of the foy 
walls of an office, but where the status of the work & 
pends upon the intelligent preparation of claims by claip. 
ants and reports from agents and investigators in th 
field, it is no easy task to dispose of all claims withoy 
some delay. 

The drafts for soldiers for our army did not play fayo. 
ites with the clerical forces engaged in the handling g 
loss and damage claims, and as a result the conditioy 
brought on by the war were felt just as much in the claip 
departments of the railroads as it was on the farms anj 
in the factories. Your letter appeals for intelligent cop. 
sideration in the discussion of interest on loss and damag 
claims, and it reminds me of the following trite saying: 

“Sarcasm, harshness, impudence nor noise are in any. 
wise an element of logic; when one thoroughly understanj 
what he is talking about pleasant argument is convincing’ 

S. R. Biering, Freight Claim Agent, 

Galveston, Tex., May 7, 1919. 


INTEREST ON OVERCHARGES 


Oscar F. Bell, Secy.-Treas., 
National Industrial Traffic League: 

We heartily agree with the sentiments expressed by 
you in your communication of the 24th ult., addressed to 
Mr. Prouty relative to United States Railroad Administra 
tion Circular No. 41. 

Our experience has been identical to yours in ever 


rates and apply class rates much more frequently than 
they apply the wrong (lower) class rates. 

We have had many claims for duplication of freight 
charges, some of which amounted to more than $500, which 
were originally supported by original prepaid bill of lai: 
ing, two original freight receipts, showing charges co 
lected at both ends, and with all of this conclusive evi 
dence in their possession, the carrier who erroneously co: 
lected the charge, with whom the claim was filed, declined 
to pay same for over a year and absolutely ignored ou 
letters and telegrams, and in one instance only paid ou 
claim after we had advised them that we were going to 
enter suit. 

Obviously in such cases we certainly are entitled to ful 
interest from date of improper collection to date of 
voucher. 

This circular is superfluous, as the Interstate Commerce 
Commission has long since covered the matter quite thor 
oughly and properly by conference ruling which was Sat 
isfactory to both the carriers and shippers. 

We would respectfully suggest that you get out a Cl 
cular to the members of the league requesting expressiols 
as to their experiences and that the league take a definite 
and final stand, recommending the early cancellation 
of this or any other circular, which will automatically 
restore the Interstate Commerce Commission ruling, which 
has not been canceled to date. 

In order to eliminate the “alibi” of the Railroad Admit 
istration, would suggest that if they must have a circular 
providing for payment of interest on overcharge claillls 
interest be allowed carriers on undercharges on the salle 
basis as shippers are allowed on overcharges. 

This would be entirely fair to both parties, and no olé 
could consistently object to a proposition of this kind 

H. N. Holdren, Asst. Traffic Megr., Pittsburgh-Des Moines 

Co. 
Pittsburgh, Pa., May 8, 1919. 


TRAFFIC COMMITTEE METHODS 


Editor The Traffic World: 

Referring to your article on “Traffic Committee Meth 
ods,” in Traffic World of May 3, 1919: : 

Max Thelen, Director of Public Service of U. S. Rail: 
road Administration, met several representatives of north 
ern California shippers here on May 1, “to hear the! 
grievances.” Numerous shippers cited instances of where 
requests upon the San Francisco District Freight Trafit 
Committee for the establishment of new or different rates 
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had not been acted upon for as long as three to six months, 
and yet the obtaining of large contracts depended upon 
the establishment of new commodity rates so bids could 
pe made against dealers in other localities. Everyone at- 
tending the conference left it fully satisfied that Mr. The- 
jen will correct this slow procedure. : 

On our San Francisco committee there will hereafter 
pe three shippers’ representatives and three carriers’ rep- 
resentatives, the latter three consisting of such high-type 
men as freight traffic managers of our three largest roads, 
while the shippers will be ably represented by such capa- 
ple men as John S. Willis, assistant eo manager and attor- 
ney of San Francisco Chamber of Commerce; F. P. Grege- 
son, manager, Merchants’ and Manufacturers’ Association 
of Los Angeles; and Mr. Love of Salt Lake, who is not 
so well known to us, though undoubtedly a worthy repre- 
sentative. ; 
- is now proposed that petitions or complaints filed with 
this committee shall be acted upon promptly, and referred 
direct to Washington for final approval or decision by the 
Division of Traffic, and the Director of Public Service, all 
of which, Mr. Thelen assured us, would require not to 
exceed thirty days in any case and much less time in 
urgent cases. Similar methods are being made effective 
with all district freight traffic committees. 

We of California have learned to know Mr. Thelen as 
aman of big caliber, eminently fair, an enemy of useless 
red tape, and a forceful, hard worker, and believe that 
the much-desired improvement in traffic committee meth- 
ods will shortly be realized. Mr. Thelen urged all con- 
cerned to communicate direct with him, where unsatis- 
factory or delayed decisions are rendered by the district 
committees and, judging from our own experience in one 
matter complained of to Mr. Thelen, the shipping public 
will get prompt and fair action at his hands. 

Miller-Small & Company, 
By Perry Small. 
San Francisco, May 7, 1919. 


Mr. Small has no higher regard than we have for Mr. Thelen. 
The trouble is, in the first place, that Mr. Thelen has not full 
authority, and, in the second place, that even if he had, he 
could not make a good plan out of a bad one.—Editor The 


Traffic World. 


INTEREST ON CLAIMS 


Editor The Traffic World: 

I desire to make reply through the excellent medium 
afforded patrons who, having opinions to express and 
who having suggestions to make, may do so, without 
prejudice. 

I have carefully read the so-called treatise on interest 
due a shipper on loss and damage claims published in the 
“Open Forum” of the May 3 issue. “Patience,” the note 
that rings throughout the article referred to, is a “virtue,” 
which, if permitted to become the shipper’s watchword, 
would soon leave him the short end of the stick—hugging 
the idle illusions of hope, that some day the Railroad Ad- 
Hinistration will “come across.” 

We all know that if “well enough” is left alone it will 
lever reach the top. Why then, therefore, because 70 per 
cent of the loss and damage claims were paid within the 
thirty-day limit before the war, should that be the cri- 
terion for our swallowing pills, now that the war is over— 
how that commerce in its every phase is being put on 
the seale of equity and justice—“the survival of the fit- 
test?” Why then should the shipper be forced to cope 
with incompetency, when there is so much efficiency to 
bick from, now that skilled labor is once more being re- 
lumed to peaceful channels?” 

I do not mean to criticize the individual employes of the 
Railroad Administration, but merely that part of the ma- 
chinery dealing with the adjustment of loss and damage 
claims, which, after complete evidence is brought to bear, 
that shipments thus lost or damaged are the result of the 
‘arrier’s negligence, cannot diagnose it with sufficient 
— to permit of adequate reparation to the ship- 


I emphasize the foregoing, because Mr. Potter evidently 
failed to construe the fact that in my letter addressed to 
the National Industrial Traffic League, I did not criticize 
the delay of the carrier in making adjustment, when evi- 
fice was to the contrary. 

In rebuttal, therefore, to Mr. Potter’s seemingly narrow 
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views on the subject, I wish to reiterate the suggestion 
made in my letter to the N. I. T. L. that the carrier should 
be liable for interest on loss and damage claims when it 
is proved that they are at fault, and prompt liquidation 
of the claim is not effected. 

This is a constructive suggestion, for if you will observe 
the issue of interest due a shipper on overcharge claims 
and that due him on loss and damage claims, in the melt- 
ing pot, you will find, after all is said and done, that in 
both cases (if evidence is brought to bear) the shipper 
suffers a loss and, unless the carrier reimburses the ship- 
per for such loss or damage, it is anything but equitable, 
and common sense dictates that unless a proposition is 
equitable, unless it is mutual, it soon finds its “happy end.” 

Gladly will I welcome criticisms and suggestions which 
will give vent to public benefit. 

Elizabeth Robinson, G. T. M., 

Willard Supply Co., Foreign American Shipping Corp. 

New York, N. Y., May 5, 1919. 


| Personal Notes | 


Will A. Moore, recently appointed traffic manager of 
the New Jersey Zinc Company, 


New York, was born. in 
1880. After service in 
the Spanish-American 
War he studied law and 
about eighteen years ago 
entered the employ. of 
the -Indiana, Illinois & 
Iowa Railroad, which 
was. purchased by the 
New York Central Lines 
about that. time. The 
road was later reorgan- 
ized. as the Chicago, In- 
diana & Southern. Rail- 
road .and subsequently 
absorbed in the consoli- 
dation of the New York 
- Central Lines. In 1912 
he wes transferred to 
the office of the freight 
trafic manager, New 
York Central Lines West, 
at Chicago, as assistant 
chief clerk, and in 1914 
to New York, as chief 
. clerk to the traffic vice- 
president,, New York Central System. In December, 1917, 
he was called on to help in the organization of the export 
division, general operating committee of eastern railroads, 
which later developed into the Freight Traffic Committee, 
North Atlantic Ports, of which he became secretary. 


J. R. Wilson, formerly traffic manager of the Sacramento 
Northern Railroad, is now vice-president and assistant 
manager of the Latourrette-Fical Company, mechanical 
contractors, Sacramento. 

H. S. Bradley has been appointed traffic manager of the 
Ann Arbor Railroad, with office at Toledo, O. 

F. S. Ross has been appointed general freight agent of 
the Detroit & Toledo Shore Line, with headquarters at 
Detroit, Mich. 

G. J. Vizard, assistant general freight agent of the Erie, 
with headquarters at Chicago, has been appointed man- 
ager of the traffic bureau of the Little Rock (Ark.) Board 
of Commerce. 

H. A. St. John has been appointed general freight and 
passenger agent of the Lake Superior & Ishpeming Rail- 
road and Munising, Marquette & Southeastern Railroad, at 
Marquette, Mich. 

The Norfolk Southern Railroad announces that Basil 
Manly, previously traveling freight agent at Raleigh, N. C., 
having returned from services overseas, is assigned to 
duties as traffic agent, Norfolk, Va. 

Charles A. Phelan is appointed assistant to the operat- 
ing assistant, Allegheny Region. , 

James L. Minnis has resigned as vice-president and gen- 
eral solicitor of the Wabash Railroad and will practice law 
in St. Louis. 

L. B. Burford is appointed assistant general freight agent 
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of the Erie Railroad, with office at New York. G. C. Man- 
ning is appointed assistant general freight agent, with 
office in Chicago, vice G. J. Vizard, resigned to engage in 
other business. D. L. Wells is appointed assistant gen- 
eral freight agent, with office in Youngstown, O., vice G. C. 
Manning, transferred. E. W. Vail is appointed division 
freight agent, with office in Meadville, Pa., vice D. L. 
Wells, promoted. 

J. H. Townshend, secretary-manager of the Southern 
Hardwood Traffic Association, with headquarters in Mem- 
phis, Tenn., announces that, effective June 1, J. S. Thomp- 
son will be district manager, in charge of the branch office 
at Louisville, Ky., vice R. R. May, resigned. Mr. Thomp- 
son started out in traffic work in Louisville in 1904 with 
the Illinois Central Railroad; was transferred to the gen- 
eral freight office of the Illinois Central, in Memphis, in 
1908; was promoted in 1913 to a position in the traffic 
manager’s office in Chicago, where he handled traffic mat- 
ters for the Southern Lines. He left the Illinois Central 
in 1916, to become chief clerk in the traffic department 
of the Louisville Board of Trade, where he remained until 
August, 1918, when he accepted a position as assistant 
secretary of the Southern Hardwood Traffic Association 
at Memphis, handling complaints, reparation claims and 
rate adjustments: C. A. New is made assistant secretary 
in the Memphis office. He served fourteen years with the 
Illinois Central Railroad, ten of which were spent in rate 
adjustments and interstate commerce work, especially as 
related to forest products. Mr. New, before coming to the 
association, was chief rate clerk in the general freight 
office of the Illinois Central at Memphis. The southwest- 
ern district branch office at Alexandria, La., is to be trans- 
ferred, June 1, to New Orleans, with A. C. Bowen as dis- 
trict manager in charge. Mr. Bowen, who has been serv: 
ing the members of the association in Alexandria since 
last March, will give particular attention to export trade 
and will be in a position to aid the members in securing 
space and booking their export shipments. ij 

Effective May 15, the office of E. J. Henry, supervisor 
of rail-and-lake traffic, with jurisdiction over the Lehigh 
Valley Transportation Line and the interchange of busi- 
ness of other lake lines with railroads of the Railroad Ad- 
ministration, is transferred from the Lehigh Valley Pas- 
senger Station, Buffalo, N. Y., to the La Salle Street Sta- 
tion, Chicago. 

R. G. Brown of Minneapolis, secretary of the South Min- 
nesota Mills, has been appointed a member of’ the St. Paul 
District Traffic Committee. F. E. Williamson of Buffalo 
is a member of the Cental Territory Freight Traffic Com- 
mittee, instead of the Western Freight Traffic Committee, 
as incorrectly announced. 

H. C. McFadden is appointed traffic manager of the Dur- 
ham & South Carolina Railroad Company, with office at 
Durham, N. C. 


DOINGS OF THE TRAFFIC CLUBS 


At the annual dinner of the Traffic Club of Cleveland, 
to be held at the Statler Hotel, Wednesday evening, May 
21, the speakers will be Dr. W. E. Aughinbaugh, foreign 
and export editor of the New York Commercial, and Henry 
A. Palmer, editor of The Traffic World. 


The Traffic Club of New York will have a dinner, enter- 
tainment and dance May 27. 


The Industrial Traffic Club of Cortland had a “Shipping 
Clerks’ Night” May 13. The speakers were: Charles L. 
Ellsworth, deputy postmaster, whose subject will be “Mail 
and Parcel Post Shipments;” D. H. Gourley, of Wallace 
Wall Paper Company, “The Shipping Clerk’s View Point;” 
W. H. Hull, agent, Am. Ry. Ex. Co., “Preparing Express 
Shipments;” G. M. Dewey, agent, Lehigh Valley Railroad; 
E. W. Lewis, agent, D., L. & W. Railroad, “What the 
Railroads Expect of Shipping Clerks.” 


The Traffic Club of New England has an employers’ and 
employes’ registration bureau. 


The official nominations of candidates to be voted on 
for the several offices of the Pittsburgh Traffic Club, to 
be filled at the annual election on June 9, have been bul- 
letined as follows: President, C. B. Ellis, traffic manager, 
first vice-president, S. C. Mat- 


Gulf Refining Company; 
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thews, general freight agent, P. C. C. & St. L. Railroag. 
second vice-president, J: F. Lent, president, Leni Trafic 
Company; third vice-president, C. E. E. Childers, joint 
agent, Trunk Line Association; secretary, F. A. Laymay 
district transportation manager, Emergency Fleet Corpo. 
ration; treasurer, J. F. Constans, inland traffic seryje. 
War Department. Governors, C. P. Parker, auditor, Frig 
Coke Company; A. G. Young, traffic manager, America 
Sheet & Tinplate Company; George A. Buse, Buse & Caji. 
well; J. J. Monks, division freight agent, New York Ce. 
tral Lines, Youngstown; J. P. Taggart, assistant generg 
passenger agent, Baltimore & Ohio Railroad. 


On Saturday, May 17, the Manufacturers’ Association 
and the York Traffic Club will hold a Spring Outing 
on the island above York Haven. 


CHANGES IN COMMITTEES 


The Western Freight Traffic Committee, now composej 
of A. C. Johnson, chairman; F. B. Houghton, S. H. Johp. 
son, H. C. Barlow, Seth Mann, and G. S. Maxwell, ap. 
nounces that after recent changes in personnel, its district 
committees are now made up as follows: 

St. Louis Western: J. E. Johanson, chairman; W. 4. 
Rambach, P. W. Coyle, C. D. Mowen; F. A. Leland, see. 
tary. 

St. Louis Eastern: C. H. Stinson, chairman; C. B. Sud 
borough, P. M. Hanson, Ray Williams. 

New Orleans Western: C. S. Fay, chairman; F. Koch, 
Carl Giessow, L. F. Daspit; V. Schaffenburg, secretary. 

Kansas City: D. R. Lincoln, chairman; J. R. Koontz, 
R. D. Sangster, E. H. Hogueland; C. P. Dowlin, secretary. 

Omaha: F. Montmorency, chairman; C. J. Lane, C. £. 
Childe, W. S. Whitten; G. W. Hamilton, secretary. 

Dallas: J. B. Payne, chairman; G. Waldo, U. S. Pav- 
kett; A. C. Fonda, secretary. 

Denver: Fred Wild, Jr., chairman; 
Harry Dickinson; L. A. Rafert, secretary. 

Portland: F. W. Robinson, chairman; W. D. Skinner, 
F. D. Burroughs, J. H. Lothrop, J. B. Campbell, J. W. 
McCune; S. J. Henry, secretary. 

San Francisco: W. G. Barnwell, chairman; G. W. Luce, 
H. K. Faye, F. P. Gregson, S. H. Love, John S. Willis; 
F. W. Gomph, secretary. 


CAREER OF THE TUCKAHOE 


The Trafic World Washington Bure 


The United States Shipping Board has issued a state 
ment regarding the record made by the Tuckahoe, a steel 
cargo carrier, which was christened by Miss Helen Hurlej, 
daughter of Chairman Hurley, and which entered active 
service May 15, 1918, making what Shipping Board officials 
regard as an unusual record. 

The Tuckahoe has completed twelve voyages betwee 
Baltimore and Boston, carrying more than 60,000 tons of 
coal, has completed two round trips to France, and ii 
now bound for Rio de Janeiro, having left Norfolk May 
6. Up to Dec. 2, 1918, the Tuckahoe, which is a vessel 
of 3,667 gross tons, had logged 23,500 miles, and silcé 
then has added more than 14,000 miles to that record. 

The keel was laid April 8, 1918, at the yards of the 
New York Ship Building Corporation at Camden, N. J. 


DEMURRAGE POSSIBILITIES 


The Trafic World Washington Bure 


Director-General Hines is hesitating about reducing é 
murrage to two dollars in view of the probability thi 
there will be a big demand for cars. There is a possibilil 
of a compromise suggestion going out to the Traffic Leaglt 
and other shippers, the effect of which would be to hare 
it understood that when the two-dollar rate is approv 
it shall be with the understanding that if the car situatil 
becomes acute the rate may be raised on the shortet 
possible notice, without laying Mr. Hines open to a chalt 
of bad faith. Another possible compromise suggesti! 
would be to make three dollars the normal rate insted 
of two dollars, on the theory that if that were the norm 
rate, cars would never be used for storage purposes, but 
as a penalty it would not be so harsh as the five-dollé! 
rate now in effect. 
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Efficiency in Traffic 


New Devices, Suggestions, and Methods for Increasing Efficiency 
in Freight Handling and Other Branches of Traffic Work 


FREIGHT CAR EFFICIENCY 


(By George C. Conn, general traffic manager, Buick Motor 
Company, in the Pere Marquette Magazine.) 

There is probably no one subject receiving more atten- 
tion from railroad men than freight car efficiency, and 
its brings up for consideration several suggestions or 
viewpoints from which the general subject may be con- 
sidered, and the effect which greater car utility may have 
on the earnings and operation of the railroads. 

For several years past the trend of freight car con- 
struction seems to have been toward special equipment 
for particular traffic and in most cases this meant a one- 
way haul empty. One has only to look at the ordinary 
passing freight train to see all kinds of special cars— 
many of them owned by the shippers and constructed to 
meet their special requirements. 

This subject of empty car miles is the bugaboo of the 
railroad man. How can the empty car miles be reduced? 
Every operating man asks himself this question. 

The writer thinks that one way of bringing this about 
is by getting greater use out of standard equipment and 
by keeping away from specially built cars. Of course, to 
do this the standard equipment must be up to date and 
built to handle the traffic offering for movement. Traffic 
conditions change from time to time and equipment must 
keep pace with these changes. 

In this territory, for example, where the great bulk of 
manufactured goods and agricultural produets are in the 
light and bulky class, it is a crime to ignore the character 
of the freight in building new cars. The new Pere Mar- 
quette box cars in the 70,000 series are ideal for Michigan 
business. They are roomy and have wide doors, just what 
is needed for hay, automobiles, furniture, refrigerators, 
beet pulp, woodenware, etc, and just as good as any other 
for all other general traffic. 

Automobile manufacturers are interested in wide-door 
standard cars, because they cannot use the others. Such 
cars are generally useful, and, we believe, should be cre- 
ated by changing narrow doors to wide doors whenever 
cars of proper size go through the shops. We are glad 
to note that the Pere Marquette is doing this. There are 
thousands of box cars standing idle in Michigan to-day 
because the doors are too narrow. 

Another way to increase car efficiency is by heavier 
loading. Every shipper should load his cars as fully as 
bossible, consistent with the trade conditions and the 
freight rate. There are certain classes of traffic, where 
the units are small, which can be heavily and cheaply 
loaded. Take grain products in sacks, or soap in boxes; 


@ these can be piled to the roof of the car at very small 


expense; other traffic, like machinery and automobiles, 
cannot be so closely loaded. This is why automobiles pay 
such a high rate in carloads (110 per cent of the first class 
Value), the highest carload rate for any traffic moving in 
large quantities. 

Automobile shippers are, however, constantly working 
for heavier and more efficient loading. A special com- 
mittee from the Master Car Builders’ Association, work- 
ing With the representatives of the Car Service Section 
of the U. S. Railroad Administration and the War Board, 
'S ROW co-operating with manufacturers along these lines. 

So far as the Buick Motor Company is concerned, we 
have expended a large amount of money to make it pos- 
sible to load all kinds of cars and load them heavily. 

At our loading docks we can place one hundred and 
‘ight freight cars at one time. There are six long tracks, 
all under cover, Over three of these there is an electric 
‘rane used for lifting automobiles into gondola cars and 
onto double-decked flat cars. This crane works very 
quickly and with surprising accuracy. The other three 


docks are used for box car loading. Of course, box car 
loading is preferred; and open cars are not used if closed 
cars can be obtained, but the facility is ready for use at 
any time, and the finished machines must be shipped 
within forty-eight hours or the warehouse is filled and the 
factory closes. 

In order to double-deck flat cars, we have found the 
steel decking made by the Carbo Steel Products Company 
of Chicago very efficient. This decking is also exten- 
sively used in box cars, and especially in half-decking, 
where one end of the automobile is elevated to enable us 
to load three machines on the floor of a car which other- 
wise would only hold two. 

These steel decks are so constructed that they are easily 
folded and shipped back to us by freight and used re- 
peatedly, and there is very little wear and tear on them. 
They can be so made as to be available for many different 
classes of traffic, and I am sure shippers will find their 
use profitable. It will be readily seen that they conserve 
lumber, which is continually growing more expensive; our 
company has already invested more than twenty thousand 
dollars in steel decks. 

There can be no question but what railroads and ship- 
pers must work out some system of more intensive load- 
ing in order to keep freight cars loaded and in motion. 
The railroads must not expect shippers to do it all, and 
as long as thousands of cars are idle, it will be difficult 
for the railroads long to enforce car service rules on the 
claim that the cars are needed. Everything calls for effi- 
ciency and greater returns on the money tied up in freight 
equipment. The railroads might induce shippers to load 
heavier if they fixed two minimum weights with a little 
lower rate per hundred on the higher minimum. I am. 
sure they will find shippers ready to co-operate. 


LOADING OF CARS—FLOUR 


Regional-Director Aishton in a letter says: 

“The Food Administration formerly required the loading 
of certain foodstuffs to the maximum of the car capacity. 
Since they released their control over this matter, in the 
loading of equipment with flour, only 85 per cent of the 
capacity of the equipment has been utilized. 

“Had cars been loaded in March, 1919, on the same 
basis as December, 1918, the flour loading from Minne- 
apolis could have been handled in 1,207 less cars, or a 
saving of 20 per cent. This lighter loading means it cost 
the Railroad Administration 20 per cent more to handle 
this business than as if cars had been loaded to capacity, 
and means that others shippers were deprived of the use 
of 1,207 cars. 

“The millers are not averse to heavy loading, but are 
governed by consignees’ orders.” 


HEAVY LOADING OF CARS 


In a letter under date of May 7, Edward Chambers, Di- 
rector of Traffic, says: 

“You are thoroughly familiar with the work that was 
done during the war to encourage, through appeals to 
patriotism, the heavy loading of freight cars without re- 
gard to the tariff minimum, and you are also aware that 
since the signing of the armistice and the disappearance 
of the slogan ‘To Win the War’ there has been a notice- 
able, and, perhaps, natural, decrease in the efforts of ship- 
pers along these lines. 

“To attempt any abrupt and material increase in the 
classification minima would be difficult and the process 
extremely slow, but even in peace times there are so many 
arguments that could be presented to a shipper for heavy 
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loading that I am quite sure the traffic representatives in 
the field can do a great deal of effective work toward con- 
tinuing the efforts of shippers to load cars to their capacity. 

“Without going into all the reasons for héavy loading, 
which are familiar to you, it is primarily evident that light 
loading is wasteful, and anything that is wasteful in trans- 
portation tends, finally, to higher charges, and I think 
shippers can generally be educated to understand that 
an unreasonable adherence to low minima can only, in the 
end, tend toward changes in tariffs, which are inelastic and 
sometimes result in hardships. 

“On some commodities there are seasons when cars can 
load heavier than others, and, of course, trade conditions 
and the meeting of competition will frequently be urged, 
but where orders from consignees are alleged to be the 
cause for light loading, your people should follow the mat- 
ter up with the freight representatives in touch with such 
consignees, and by working together I am quite sure that a 
great deal of the good results secured last year can be 
retained, and the shippers impressed with the fact that, if 
they will, whenever possible, load cars to the maximum 
ar it will help toward leaving the matter in their 

ands.” 


HEAVIER LOADING OF CARS 


As information for car service men, W. GC. Kendall, man- 
ager of the Car Service Section, has had reproduced and 
distributed as a car service document (CS-110) a discus- 
sion as to the causes for the present plentiful car supply 
and the danger that will be encountered if light loading 
should again become the practice, written by J. Fred 
Townsend, traffic manager for the National Tube Company, 
and published in The Traffic World of March 22, 1919. 


USE OF SAXOLINE BAGS 


The Western Freight Traffic Committee, under date of 
May 10, writes the following to freight traffic officers, the 
letter superseding circular letters of January 16 and March 
18: 


“We have information that it is the practice of some 
shippers to forward walnuts, almonds or other commodi- 
ties, in saxoline bags. 
nary burlap bag, but is not as closely woven and is man- 
ufactured of a so-called paper twine. Such saxoline bags 
are easily torn and dampness or moisture causes breaks 
in the package, with consequent loss of contents. 


“No rating is provided in the classification for nuts or 
other articles in that class of container and, since it is 
not a safe package, instructions should be given for close 
inspection of all shipments offered, and refusal for trans- 
portation in such containers of either walnuts, almonds or 
other freight. 

“Please arrange also to inform shippers of such freight 
of this ruling. 

“Note.—The above does not exclude use of saxoline bags 
for shipments of walnuts, almonds, onions and other com- 
modities (where the tariff provides for rates in bags) in 
carload lots, moving from California under rates named in 
Eastbound Transcontinental Freight Bureau Tariff No. 
3-M, inasmuch as saxoline bags are considered a ‘third 
class’ package freight, as described in item No. 17 of that 
tariff.” 


IMPROVED MERCHANDISE SERVICE 


Regional Director Aishton in Supplement No. 1 to Cir- 
cular No. 79, to northwestern railroads, says the following 
instructions will supersede Circular No. 79 ‘of April 22, 
1919, and all previous instructions covering the schedules 
for the movement of less carload freight: 

1. Less carload freight will be accepted by all lines at 
the legal rates applicable via such lines. 

2. Less carload freight will be accepted on any week 
day, except holidays, during established hours of service. 

3. Selected routes will be established on the basis of: 


(a) Convenience of patrons, economy and dispatch. 

cb)  ereeaad recognition of railroads not under federal 
control. 

(c) All less carload freight will be routed accordingly, 
except when otherwise routed by shippers. 

(ad) These routes will be arranged, for Chicago, under the 
direction of the terminal manager, and for. all points out- 
side of Chicago by the supervisor of merchandise service. 
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’ 4. At shipping points where it can be mutvally » 
ranged by representatives of the shipping public and cq. 
riers: 


(a) Schedules will be established covering the forwarding 
of less carload freight from such points in through cars, » 
set-out cars on specified days. : 

(b) Such cars will be forwarded daily, except Sundays anj 
holidays, when tonnage is offered in sufficient amounts, 


5. Destination and transfer cars now provided for wij 
be continued, except where, by reason of decrease in top. 
nage via lines operating such cars, it is necessary to rm 
adjust schedules to secure proper loading. 

6. All schedules for less carload freight should be ip. 
mediately revised by each line, so as to provide for ped. 
dler cars, to be operated on all week days, except holidays, 
and except where less frequent service meets the require 
ments. 

7. It is desirable that all peddler cars should be schei. 
uled for continuous movement to be set out of trains only 
at last station for which such cars contain freight, and the 
practice of loading cars for several destinations and set. 
ting them out of trains for unloading by station forces 
to be later picked up and handled to stations beyond 
should be discontinued. 

8. It is to be understood that the minimum tonnage 
heretofore required for merchandise cars, both peddler, 
transfer and single destination, should not be reduced. 

9. The advantages of selected routes, and the destina. 
tion and transfer of cars, to avoid intermediate transfers, 
should be explained to shippers by traffic or other repre. 
sentatives, and every possible effort should be made to in. 
sure the most efficient service to the public and should be 
done by: 


(a) Frequent solicitation of complaints on the part of 
shippers by traffic and operating officers. 

(b) Establishing of test checks at frequent intervals as 
to the movement of merchandise, and by securing reports 
from agents to determine as to the actual service furnished. 

(c) Applying the necessary remedy promptly where any 
cause for complaint exists. 


10. The foregoing shall not be construed as requiring 
the establishing of additional train service. 


TIME ZONE REPORT 


The Trafic World Washington Bureau. 


In a supplemental report in the time zone investigation 
the Commission has directed that the whole of Montana 
be included in the mountain time zone and that Ohio towns 
on the boundary between Eastern and Central zones be 
considered as in the Central Zone. Toledo asked to be 
in the Eastern Zone, but the Commission’s order leaves 
it in the Central. The New York Central and the Wheel 
ing & Lake Erie are permitted to operate trains into To 
ledo on Eastern time, but in their advertisements to the 
public they must show Central time. 


SHIPPERS’ ORDER SHIPMENTS 


Regional Director Bush in his Order No. 200 (canceliné 
Order No. 125) says: os 

“Our attention has been called to the improper billins 
of shippers’ order shipments. Some shippers are sendit¢ 
grain, lumber and other commodities to the principal mat: 
kets to ‘shippers’ order,’ without sufficient information 4 
to the person at point of destination who may be notified 

“This is clearly at variance with Rule 38 of the West 
ern Classification, which reads as follows: 


The issuing of bills of lading. for shipments consigned “t0 
order” will not be permitted unless with name of the Lae 
firm or corporation to whose order the shipment is consigne: 
is plainly shown after the words ‘‘to order,’’ and issuing bills @ 
lading for freight consigned to shippers’ order at one — 
notifying consignee at another point will not be permittel 
except where consignees are located at prepay stations Me 
interior points, in which case freight must be consigned 
an open station to be designated by shipper. 


“This rule will apply only on shipments consigned 1 
destinations in territory covered by tariffs which are sl 
ject to Western Classification. Please be governed #& 
cordingly.” 
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TRAFFIC CLUBS 


(The following list of traffic clubs will be published from time 
to time. We ask that readers notify us of any errors or of 
any changes or additions of which they have knowledge.) 


Akron Traffic Association. Alvin Hill, Pres.; H. L. Sova- 


cool, Secy. 


Baltimore—Transportation Club of Maryland. W. E. Har- 
ris, Pres.; E. L. Fender, Secy. 

Boston, Mass.—The Association of Railway and Steam- 
poat Agents of Boston. Willard Massey, Pres.; S. A. Col- 
pitts, Secy.-Treas, 

Brooklyn Traffic Club. P. L. Gerhardt, Pres.; 
Schleicher, Secy. 

Chicago Traffic Club. 
Secy. 

Buffalo Industrial Traffic Club. W. E. Howes, Pres.; 
W. J. McKibbin, Secy. 

Buffalo Transportation Club. H. B. Loucks, Jr., Pres.; 
q. C. Wilson, Secy. 

Cincinnati.—Traffic Club of the Chamber of Commerce. 
T, J. McLaughlin, Chairman; H. B. Ruby, Secy. 

Cleveland Traffic Club. C. M. Andrus, Pres.; J. B. San: 
ford, Secy. 

Columbus, Ohio.—Traffic Club of the Columbus Chamber 
of Commerce. W. E. Page, Pres.; C. L. Kelly, Secy. 

Cortland, N. Y.—Industrial Traffic Club of Cortland. 
H. B. Darling, Chairman; H. F. Johnson, Secretary. 

Dayton Traffic Club. J. W. Cobey, Pres.; W. E. Boyer, 
Secy. 

Denver Commercial Traffic Club. 
C. E. Page, Secy. 

Detroit Transportation Club. J. A. Sullivan, Pres.; G. A. 
Walker, Secy. 

Erie Traffic Club. H.R. Landers, Pres.; M. W. Eismann, 


C. A. 


Carl Howe, Pres.; C. B. Signer, 


R. C. Quest, Pres.; 


Secy. 

Flint (Mich.).—Traffic Club of the Flint Board of Com- 
merce. A. V. Marti, Pres.; A. Nelson, Secy. 

Fort Worth Transportation Club. E. C. 
E. E. Wyatt, Secy. 

Freeport, Ill—Greater Freeport Traffic Club. W. H. 
Jenner, Pres.; F. F. Pepperdine, Secy. 

Grand Rapids Traffic Club. J. E. Chamberlain, Pres.; 
L. M. MacPherson, Secy. 


Green Bay, Wis., Traffic Club of the Green Bay Associa- 
tion of Commerce. E. M. Medbery, Pres.; J. P. Lindell, 
Secy.-Treas. . 

Houston Traffic Club. R. H. Carmichael, Pres.; F. A. 
Lefingwell, Secy. 

Indianapolis Transportation Club. M. Wolf, 
L. E. Stone, Secy. 

Jackson (Mich.) Traffic Club of the Jackson Chamber 
of Commerce. W. P. Hobart, Pres.; H. A. Plummer, Secy. 

Jacksonville Traffic Club. J. C. Burrows, Pres.; W. L. 
Waring, Jr., Secy.-Treas. 

Jamestown, N. Y.—Traffic Club of the Jamestown Board 
of Commerce. J. H. Dasher, Pres.; H. W. Chapman, Secy. 

Kansas City Traffic Club. G. I. Tompkins, Pres.; Alfred 
A. Wild, Secy. 

Los Angeles Transportation Association. C. G. Krueger, 
Pres.; C. V. Means, Secy. 

Louisville Transportation Club. 
G. A. Perry, Secy. 

Memphis Traffic and Transportation Club. J. M. Beley, 
Pres.; L. E. McKnight, Secy.-Treas. 

Milwaukee Traffic Club. H. W. Ploss, Pres.; F. T. 
Fultz, Secy. 

Minneapolis Traffic Club. H. A. Feltus, Pres.; W. W. 
Gibson, Secy. 

— Traffic Club. C. H. Hershey, Pres.; G. C. Reheis, 
cy. 

New England Traffic Club, Boston. 
Pres.; C. A. Anderson, Secy. 

New York Traffic Club. R. S. Stubbs, Pres.; C. A. 
Swope, Secy. 

New York, N. Y.—Traffic Club of the Queensboro Cham- 
ber of Commerce. EH. J. Tarof, Pres.; P. W. Moore, Secy. 

Norfolk Traffic Club. R. S. Gale, Pres.; Hege Terrell, 
Secy.-Treas. 

Omaha—Traffic Managers’ Committee, Omaha Chamber 
ofCommerce. C. E. Childe, chairman; W. F. Crosby, Secy. 

Peoria Transportation Club. C. H. Gillig, Pres.; Arthur 
Maedel, Secy. 


Price, Pres.; 


Pres.; 


Cc. R. Long, Pres.; 


Jacob Karcher, Jr., 
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Philadelphia Traffic Club. W. M. Wood, Pres.; W. H. 
Montgomery, Secy. 

Philadelphia——Commercial Traffic Managers of Phila- 
delphia. W. B. Grieves, Pres.; T. Noel Butler, Secy. 

Pittsburgh Traffic Club. J. J. Monks, Pres.; F. A. Lay- 
man, Secy. bs 

Pittsburgh Traffic and Transportation Association. S. 
S. McKeever, Pres.; A. C. Schweitzer, Recording Secy. 

Portland Transportation Club. E. M. Burns, Pres.; 
W. O. Roberts, Secy. 

Providence, R. I.—Traffic Club of the Providence Cham- 
ber of Commerce. E. E. Salisbury, Chairman; HB. C. 
Southwick, Secy. 

Salt Lake City Transportation Club. A. R. MeNitt, 
Pres.; R. E. Rowland, Secy. 

San Francisco Transportation Club. W. E. Amann, Pres.; 
Frederick Birdsall, Secy. 

San Francisco Traffic Club. W. T. Bozeman, Pres.; 
L. N. Bradshaw, Secy. 

Seattle Transportation Club. F. W. Graham, Pres.; 
E. W. Mosher, Secy.-Treas. 

South Bend Traffic Club. F. S. Montgomery, Pres.; G. 
S. Hess, Secy.-Treas. 

Spokane Transportation Club. V. G. Shinkle, Pres.; 
R. W. Franklin, Secy. 

St. Joseph Traffic Club. R. A. Ferguson, Pres.; T. J. 
Slattery, Secy. 

St. Louis Traffic Club. F. C. Reilly, Pres.; J. R. Bell, 
Secy. 

Syracuse Traffic Efficiency Club. C. B. Berry, Pres.; 
W. J. O’Neil, Secy. 

Toledo Transportation Club. H. S. Bradley, 
Harry S. Fox, Secy. 

Topeka Traffic Association. 
Real, Secy.-Treas. 

Tulsa Transportation Club. T. H. Steffens, Pres.; C. E. 
Rees, Secy. 

Washington Traffic Club. J. C. Williamson, Pres.; W. 
B. Peckham, Secy. 

Wichita Traffic Club. D. L. Mullen, Pres.; I. N. De La 
Mater, Secy. 

Worcester (Mass.) Traffic Association. 
Pres.; E. E. Opitz, Secy. 

York (Pa.) Traffic Club. J. S. T. Strayer, Pres.; ds: 3 
Baird, Secy.-Treas. 


INDUSTRIAL SIDINGS 


With a view to getting quick action on proposals to put 
in industrial sidings which may result in an increased 
tonnage, Regional Director Bush has put out his circular 
No. 208, as follows: 

“It appears advisable to expedite consideration of in- 
dustrial sidings in order to encourage new business which 
will bring in a revenue to the Railroad Administration. 

“T suggest, therefore, that as to projects on which speedy 
decision is desired, the matter be handled by wire, 50 
proper record can be made. 

“In addition to stating the amount of money involved, 
the telegram should indicate briefly how long it will take 
to construct siding, and how soon the industry will furnish 
revenue, either on inbound building material or on out- 
bound product—this for the purpose of developing promptly 
whether the Administration will get any benefit during 
1919. 

“Larger projects which, in all probability, cannot be 
finished during the present calendar year, should be han- 
dled so that the railroad corporation will have an oppor- 
tunity of passing upon the expenditure.” 


Pres.; 


O. B. Gufler, Pres.; C. F. 


D. N. Bates, 


NASHVILLE SWITCHING 


The Railroad Administration, in freight rate authority 
No. 7755, under date of May 10, given to the public four 
days later, undertakes to deal with the switching situa- 
tion at Nashville, which has been the subject of several 
reports by the Interstate Commerce Commission. The 
freight rate authority in question authorizes on one day’s 
notice revision in the rules governing switching of grain 
at Nashville, Tenn., to provide that on grain transported 
into Nashville over Tennessee Central or switched from 
elevators or warehouses located on tracks of Tennessee 
Central to elevators and warehouses on tracks of Ten- 
nessee Central, the Tennessee Central will, upon evidence 
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of reshipment of an equal amount of corn on or via Ten- 
nessee Central within 12 months following date of ex- 
pense bills covering inbound switching, refund the switch- 
ing charges paid, and that where such corn moves from 
elevators and warehouses on the tracks of the Nashville 
terminals the switchjng charge assessed by the Nashville 
terminals will be absorbed in addition to refund of switch- 
ing charge of Tennessee Central. 


HINES WINS IN PRICE FIGHT 


The Trafic World Washington Bureau. 


The price stabilization program of the Industrial Board 
of the Department of Commerce came to an end May 9 
when Secretary of Commerce Redfield accepted the res- 
ignations of all the members of the board. This action 
followed the conference at New York, at which the Rail- 
road Administration failed to induce steel producers to 
cut prices below those approved by the Industrial Board, 
and as a result of which Walker D. Hines, Director-General 
of Railroads, announced his intention to advertise for bids 
in the open market. 

Mr. Redfield in a formal statement upheld the course 
pursued by George N. Peek, chairman of the board, and 
his associates. He assumed a regretful attitude and gave 
no indication that he harbored resentment against the 
President for siding with Mr. Hines sufficient to cause him 
to tender his own resignation. 

Mr. Redfield said he was through with the whole price 
stabilization program and would allow the law of supply 
and demand to operate without artificial assistance. He 
said that if the steel situation had been smoothed out four 
other industries would have made price concessions. These 
were coal, cement and hard and soft lumber. 


ARGUMENTS AT HEARING 


The Trafic World Washington Bureau. 


The memorandum to the Commission’s examiners an- 
nouncing to them the policy of permitting final arguments, 
if desired, at the close of testiony is as follows: 

“Please read to the litigants the following statement 
regarding argument which may be had before you, at the 
opening of the testimony in each case: 


ke 

In order to meet the convenience of those who desire to argue 
their cases while the evidence is fresh and clear in their minds, 
or who prefer not to incur the expenses incident to argument 
at Washington, or the preparation and printing of briefs, the 
Commission has adopted the following special rule applicable at 
all hearings in complaint and I. and S. cases, and available to 
those who may also desire to file briefs or to apply for oral argu- 
ment before the Commission or a division thereof in accordance 
with the Rules of Practice. 


If oral argument before the presiding examiner is desired, 
he should be so notified at or before the opening of the hearing 
of the case and may arrange to hear the argument at the close 
of the taking of testimony within such limits of time as he 
may determine, having regard to other assignments of hearing 
before him. Such argument will be transcribed and bound with 
the transcript of testimony, and will be available to the Com- 
mission for consideration in deciding the case. 


RAILROAD EQUIPMENT RETURNED 


The Trafic World Washington Bureau. 


The assets of the Railroad Administration have been in- 
creased, nominally at least, by $18,000,000 through action 
by the War Department. That branch of the government 
has asked the Administration to sell railroad equipment 
acquired by it for war purposes. The equipment consists 
of cranes, cars, and box, gondola, flat and tank cars. In- 
cluded in the material turned over is some 80-lb. rail, 
which the department intended to use in France, but 
which it has decided it will not need, because it cannot 
see that even if the Germans refuse to sign the peace 
treaty they will be able to “come back” to such an extent 
as to require an extension of the American military lines 
in France. 

“In the event of the termination of federal control of 
the railroads before this material is entirely disposed of,” 
said a War Department announcement of May 12, “the ma- 
terial remaining at the time is to revert to the War De- 
partment’s possession, but in all cases where the material 
has been sold by the Railroad Administration on a de- 
ferred payment plan the War Department will arrange to 
protect such arrangement.” 
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The eighteen million dollars’ worth of equipment that 
the War Department has turned over to the Railroad Aq 
ministration, to be sold by it to railroad corporations, the 
property of which it has under its control constitutes the 
remnants of equipment not sold to the French and British 
governments after the signing of the armistice. When hos. 
tilities came to an end, the War Department had 80,009 
freight cars and 2,000 engines on order, placed in Sep. 
temper, 1918. Forty thousand of the cars and 1,500 of 
the engines had not been started, so cancellation orders 
weer immediately issued. Nineteen thousand freight cars 
and 485 engines were sold to France and England, mostly 
France. This left on hand a few hundred freight cars, 
1,300 tank cars, about a score of piledrivers, and other 
equipment which could be used in construction work. 
These odds and ends of equipment, it is believed, the Rail. 
road Administration will be able to sell to the railroad 
corporations. Not much construction work is going on, 
but the time will come when construction will be resumed 
and the railroad corporations who will be able to finance 
even so small an operation as the buying of remnants, may 
be able to pick up a few bargains. 


MEETING OF EXECUTIVES 


The Trafic World Washington Bureau. 


The meeting of railroad men called for June 3, 4 and 
5 by the American Short Line Railroad Association is 
expected to be the largest of its kind ever held anywhere. 
Before the call was formulated, on May 9, President Bird 
M. Robinson had talked with executives of the trunk lines 
and found they were just as much interested in anything 
the short line brethren might undertake toward getting 
a better understanding between the men who make the 
laws and the men who operate the railroads, as they were 
themselves. 


It is the belief of the short line association officials 
that the presidents of from 125 to 150 of the railroads 
not classed as short lines will attend the meeting, pos- 
sibly not for the three days of the sessions, but at least 
on the days when speeches will be made by such men as 
Director-General Hines, Senators Cummins and Underwood, 
Representative Esch and Commissioner Hall, or whatever 
member of the Commission addresses the association. 

The hope is to have between 300 and 400 of the short 
lines represented at the meeting. The short line presi- 
dents, as a rule, are glad to come to Washington and help 
with legislation. They have not been treated as well by 
the Railroad Administration as they think they should 
have been and any effort toward changing the legislation 
under which the railroads have been held is likely to en- 
gage their serious attention and effort. 


HANDLING OF SUGAR 


In freight rate authority No. 7813, Director Chambers 
authorized the Central Railroad of New Jersey to cancel, 
on thirty days’ notice, rule 16 in its I. C. C. No. 9652. 
That rule governs the handling of sugar from outside 
barges or lighters (that is, lighters or barges not owned 
by the railroad company) to or on cars at Jersey City 
and to apply in lieu thereof the regulations and charges 
specified in rule 15 (a) of its I. C. C. S-9170, covering the 
stowing and trimming in box cars of lightered free freight. 
The abstract of the freight rate authority given out by 
the Railroad Administration says the permission will av- 
thorize the carrier to withdraw unremunerative charges 
on sugar traffic and to apply to that kind of traffic the 
rules and charges that apply on all other tonnage. The 
rules which are to be eliminated and substituted read: 

“When shipments of sugar in carloads received from 
outside barges or outside lighters at Jersey City, N. J. 
destined to points on or reached via the C. R. R. of N. J. 
the charge will be made of 1c per bbl. or %c per bag 
for handling from outside barge or outside lighter to oF 
on board cars at Jersey City, N. J.” 

Rule 15-A of I. C. C. S-9170 reads: “Freight that 3s 
‘lighterage free freight’ (except lumber) received directly 
from or delivered directly to steamships, schooners, light 
ers or other vessels, not owned or controlled by the ©. 
R. R. of N. J., will be received at or delivered to string 
piece or platform and loaded to or unloaded from cars 
by this company, including stowing and trimming, when 
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the rate currently in effect from or to New York and ulti- 
mate destination is applied, or when the rate from or to 
Jersey City is the same as from or to New York. When 
current rates from or to f. o. b. cars Jersey City from or 
to destination is lower than the New York rate or the 
traffic is not ‘lighterage free freight,’ the actual cost of 
the service as above will be additional.” 


IMPLEMENT CLASSIFICATION 


A clarification of the item pertaining to agricultural im- 
plements and vehicles carried in Trans-Continental Freight 
Bureau Tariff 4-O so as to remove the contention that the 
term “vehicles” includes motorcycles and other self-pro- 
pelled vehicles other than automobiles, such as can be or 
are used on farms, has been authorized by freight rate 
authority No. 7771, issued under date of May 10, and given 
out four days later. The item, which is No. 310, in Coun- 
tiss’ I. C. C. 1049, at present reads as follows: 

“Articles classified as agricultural implements under 
the heading of Agricultural Implements other than hand in 
current Western Classification and parts of same, finished 
or unfinished. 

“Articles classified as Vehicles (except Automobiles, 
Hearses and Children’s Vehicles), under the heading of 
Vehicles in the current Western Classification, and parts 
of same finished or unfinished. 

“Articles permitted to be loaded with agricultural im- 
plements and vehicles, in carloads, under provisions of 
current Western Classification under the heading of agri- 
cultural implements other than hand and vehicles subject 
tosame restrictions as to quantity which may be so loaded 
as provided in current Western Classification.” 


COMPENSATION REFEREES. 


Commissioner Hall, Attorney-Examiner Hagerty and Will 
H. Carleton, assistant chief examiner of accounts, have 
been appointed by the Commission to be referees between 
the Railroad Administration and the Midland Valley Rail- 
road Company, which has declined to accept the compen- 
sation offered it by the Railroad Administration, for the 
war use of its property. This is the fourth company that 
has asked for and received a board of referees to settle the 
dispute as to the proper amount of rent to be paid. 


RAILROAD CONTRACTS SIGNED 


The Railroad Administration has signed contracts with 
the Lehigh & New England calling for a rental of $1,135,- 
160.91, and the Atlantic & Western calling for a rental of 
$12,660.72. Codperating contracts have been signed also 
with the Kalamazoo, Lake Shore & Chicago, the Erie & 
Michigan Railway & Navigation Company, and the Bow- 
don Railway Company. 


| Digest of New Complaints | 


No, 10563, Sub. No. 2. Lowry Lumber Co., Kansas City, Mo., vs. 
St. Louis Southwestern et al. 

Excessive demurrage charges on C. L. lumber at Chicago. 
Asks cease and desist order and reparation. 
No. 10563, Sub. No. 3. Lowry Lumber Co. vs. Ouachita & 
Northwestern et al. 

Excessive demurrage on C. L. lumber at East St. Louis, Mo. 
gts cease and desist order and reparation. 
0. 10563, Sub. No. 4. Lowry Lumber Co. vs. Mobile & Ohio 


et al. 
Excessive demurrage on C. L. lumber at Tamms, II]. Asks 
yore and desist order and reparation. 
. 10583, Sub. No. 10. North Packing and Provision Co., Port- 
and, Me., et_al. vs. New York Central et al. 
_Unjust and unreasonable rates on live stock. 
tion of $23,760.08. 
No 10583, Sub. No. 3. 
ern, Hines et al. 
Same complaint. 


Asks repara- 
Same et al. vs. Chicago & North West- 


No Asks reparation in sum of $8,266.24. 

. 10583, Sub. No. 4. North Packing & Provision Co., Port- 
and, Me., vs. L. & N., Hines et al. 

No Same complaint. Asks reparation in sum of $2,280.65. 
10583, Sub. No. 5. John P. Squire & Co. et al. vs. Minneap- 
olis & St. Louis R. R. Co., Hines et al. 

No came complaint. Asks reparation in sum of $5,517.44. 

C 0583, Sub. No. 6. North Packing & Provision Co. et al. vs. 
"aCe Cc. & St. L., Hines et al. 

No Same complaint Asks reparation of $11,590.43. 

R 10583, Sub. No. 7. Same vs. Chicago & Eastern Illinois 
-R. Co., Hines et al. 

No, maze complaint. Asks reparation of $1,681.43. 

: 10583, Sub. No. 8. Same vs. Chicago & Alton, Hines et al. 
ame complaint. Asks reparation of $1,956.75. 
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oe rape, Sub. No. 9. Same vs. Pennsylvania R. R. Co., Hines 
e 3 

Same complaint. Asks reparation of $187.90. 

No. 10584. Lowry Lumber Co., Kansas City, Mo., vs. Gulf & 
Ship Island R. R. Co., Hines et al. 

Unjust and unreasonable rate on carload lumber from Men- 
denhall, Miss., to Partridge, Kan. Asks for cease and desist 
order and reparation. 

No. 10585. Natchez Chamber of Commerce, Natchez, Miss., et 
al. vs. Yazoo & Mississippi Valley and Hines. 

Unjust and unreasonable rates on C. L. jute bagging from 
Ludlow, Mass., to Natchez. Asks for cease and desits order 
and reparation. 

. Jos. Schlitz Brewing Co. vs. C. M. & St. P. et al., 
ines. 

Alleges overcharge of $63.60 on forty cars of beer from Mil- 
waukee to Dixon, Ill., and asks reparation in that sum. 

No. 10587. Lehigh Portland Cement Co., Allentown, Pa., vs. 
B. & O., Hines et al. 

Unjust and unreasonable rates on portland cement from 
Chapman, Pa., to Lugoff, S. C. Asks for just and reasonable 
rates and reparation. 

No. 10588, Sub. No. 1. The Southern Cotton Oil Co. vs. South- 
ern Ry. Co. et al. 

Unjust and unreasonable rates on C. L. cocoanut oil from 
Charleston, S. C., to Buffalo, N. Y. Asks reparation. 

No. 10588. The Southern Cotton Oil Co. vs. Southern Railway 
et al., Hines. 

Unjust and unreasonable rates on cocoanut oil from 
Charleston, S. C., to Babbitt, N. J. Asks for just and rea- 
sonable rates and reparation. 

+ The Southern Cotton Oil Co. vs. Southern Railway, 
nes. 

Unjust and discriminatory rates on cocoanut oil from 
Charleston, S. C., to Savannah, Ga. Asks for reasonable 
rates and reparation. 

No. 10590. Oklahoma Petroleum and Gasoline Co., Tulsa, vs. 
A. T. & S. F. et al., Hines. . 

Unjust and unreasonable rates on C. L. caustic soda from 
St. Louis to Tulsa and discriminatory in that they unduly 
prefer refineries at Kansas City and Joplin, Mo. Asks just 
and reasonable rates and reparation. ; d 

No. 10591. W. H. Barber Agency Co., Minneapolis, Minn., vs. 
Atlantic Coast Line R. R. Co. et al., Hines. 

Unjust and unreasonable rates on C. L. rosin and turpen- 
tine from points in Florida to points in Illinois, Wisconsin, 
Minnesota, Iowa and states west thereof. Asks for cease 
and desist order, just and reasonable rates and reparation. 

No. 10592. Arkansas Jobbers & Manufacturers’ Association, 
Little Rock, vs. Chicago, Rock Island.& Pacific et al., Hines. 

Unjust, unreasonable, discriminatory and prejudicai rates 
on grain and grain products from points in Illinois and 
Missouri to points in Arkansas and Tennessee. Asks for 
cease and desist order and just and reasonable rates. 

No. 10593. Meridian Cellulose Co., Meridian, Miss., et al. vs. 
Canadian Pacific et al., Hines. 

Unjust and unreasonable rates on C. L. cotton linters be- 
tween Meridian and Nobel, Ont. Asks for just and reason- 
able rates. cease and desist order and reparation. 

No. 10594. The Wholesale Trade Coal Association, New York, 
vs. B. & O., Hines, et al. 

Alleges unjust and unduly discriminatory rates on tide- 
water bituminous coal in favor of lake coal. Asks for just 
and reasonable rates and reparation. 

No. 10595. The Inland Steel Co., Chicago, et al. vs. Director- 
General Hines. 

Against the abolition of the 10-cent preferential on iron 
and steel of shippers in Chicago district as compared with 
those in Pittsburgh as accomplished in the transcontinental 
tariffs filed by Countiss as creating unjust, unduly discrim- 
inatory export rates on iron and steel, in favor of shippers 
through Pacific ports from the Pittsburgh district. Asks 
for reasonable and undiscriminatory rates. 

No. 10596. North Iowa Traffic Association vs. Ann Arbor R. R. 
Co. et al., Hines. 

Unjust and discrimnatory class rates from and to points in 
Official Classification territory and points in northern Iowa. 
Asks for cease and desist order, just and reasonable rates. 

No. 10597. Calumet & Arizona Mining Co. et al. vs. Director 
General Hines. 

Unjust and unreasonable rate on C L copper ore from Bis- 
bee to Douglas, Ariz., and on C L lime rock from Forrest to 
Douglas, Ariz. Alleges that rates are in violation of Federal 
Control Act. Asks cease and desist order and just and rea- 
sonable rates and reparation. 

No. 10598. Sunland Oil Co., Okla., vs. Texas & Pacific et al. 

Unjust and unreasonable rates on C. L. gasoline from Wil- 
son, Okla., to El Paso, Tex. Asks reparation of $555.73. 

No. 10599. Procter & Gamble Co. vs. Cincinnati, New Orleans 
& Texas Pacific et al. 

Unreasonable rate of 56 cents per cwt. C. L. shipments 
cocoanut oil from Cincinnati to Macon, Ga., in that rate ex- 
ceeded 31 cents per cwt. Asks reparation. 


No. 10600. Procter & Gamble Co. vs. Cincinnati, New Orleans 
& Texas Pacific et al. 

Unjust and unreasonable charges on twelve C. L. cocoanut 
oil from Macon, Ga., to Cincinnati. Asks reparation in sum 
of $2,225.42. 

No. 10601. Model Mill Co., Kenton, Tenn., vs. Director Gen- 
eral Hines. 

Unjust and unreasonable rates on C. L. wheat in that rate 
of 15 cents per ecwt. from points in Kentucky to Kenton, 
Tenn., exceeds rate of 9 cents, shipments passing over Mo- 
bile & Ohio. Asks cease and desist order, just and reason- 
able rates and reparation of $570.90. 

No. 10602. Procter & Gamble Co. vs A., T. & S. F. et al. 

Unreasonable rate based on $1.12% per cwt. C L shipments 
of copra from San Francisco and Seattle to Cincinnati and 
Staten Island, N. Y., in that it exceeded rate of 85 cents per 
ewt. Asks for reparation. 





Steamer 
Jackson 
Anniston 
Knoxville 
Rock Islend 
Cowee 
Louisville 
York Harbor 
Sartartia 
Ascutney 
East Indian 
Tyr (Norwegian) 
Worcester 
Montgomery 
eh acho baie eg bbb Mae aa f 
Wheaton (Refrig) 
Independence 
Courageous . 
Yomachichi 
Mineola 


Saguache 

Westerdijk (Dutch) 

West Mead 

West Togus 

Zuiderdijk (Dutch) 
Cabegon 

Chattanooga Sub-Roman ............ 5075 
Falstria (Dane) 

Dochet 

West View 

Makanda (wood) 

Dubhe (Dutch) 

Constantia (Cuban) 
Nevada (Dane) 

Luise Nielsen (Ncrwegian). 
Oskawa Sub-South Pole 
Glendola 


Changes: 
Maumee, Ex. List No. 46 
Passaic Bridge, Ex. List No. 62 
Waukitan, Ex. List No. 63 
Kamesit, Ex. List No. 64 
Mazama (wood), Ex. List No. 60.... 
Oskaloosa, Ex. List No. 63, 
West Galeta 
West Galeta 


Foster (wood) 
Board (comp) 


Nojave (wood) 
Bologan (wood) 
Mt. Shasta 
West Compo 
West Elcajor. 
Hillsborough County 
St. Augustine 
West Corum 
West Grama 
Lake Fostoria 
East Cape 
Lake Frampton 
Alantus (concrete) 
Roepat (Dutch) 
Changes: 
Cumberland (wood), Ex. List No. 60. 3500 
Bugaya (wood), Ex. List No. 60..... 3500 


8592 
7600 


West Durfee 
Prusa 

Quemakoning (wood) 3566 
Arambi (wocd) 3500 
Ea PONMO CWOOES soc asc ccdéicsccesseses SOOO 
Fastport 6695 
Eastern Cross 6799 
Cape Henry 7871 
West Coast 8842 
Alloway 9246 
Easterner 9700 
West Cohas 8554 
Sewalls Point 8743 
Lake George 4185 
Times (Norwegian) 3550 
Cokato 5075 
Western Front 8613 

Changes: 

West Alsek, Ex. List No. 61 8529 
West Galeta, Fx. List No. 65 8800 
Cabegon, Ex. List No. 66.........<:. 9000 
Balabaec (wood), Ex. List No. 61..... 3500 
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SAILING OF VESSELS 


The latest allocation lists issued by the United States Shipping Board follow: 


No. 65 (A) 


Loading Port 
New York 
New York 
New York 
Baltimore 
Baltimore 
New Orleans 


New York 
Philadelphia 
New York 
New York 
New York 
New York 
New York 
New York 
New York 
New York 
Galveston 
New York 


Galveston 
New York 
Savannah 
Norfolk 
Baltimore 
New York 
New York 
New York 
New York 
New Orleans 
New York 
Boston 
Philadelphia 
Baltimore 
New York 
New York 
Philadelphia 


Cancelled 
New York 
New York 
Philadelphia 
Cancelled 


New York 
New York 


No. 


Norfolk 

New Orleans-Tampa- 
Mobile Service 

Mobile 

Baltimore 

New York 

Philadelphia 

New York 

New York 

New York 

New York 

New York 

Philadelphia 

Baltimore 

Baltimore 

To West Indies Trade 

New York 


Boston 
Baltimore 


Destination 
» ee, Bee 
E. C. R. 
Bn. &. me. 
Swiss Relief 
Gothenburg 
Buenos Aires 
To West Indies Trade 
South Africa 
E. C. R. 


Londen 
=. Cc. &. 
g. C..%. 
Swiss Relief 
B.C. BR. 


Havre 
London 
Liverpool 
Barcelona 
Swiss Relief 


(B) 


Liverpool 
E. C. R. N. 


North Brazil 
Antwerp 
Dutch Indies 
Liverpool 

7. te &. 
zc. &. 

z. C. Re. 
Swiss Relief 
= ©. 
Antw erp 
Swiss Relief 


(C) 


La Pallice 
The Plate 


66 
E. C. R. 


Rosario 
Stockholm 
Havre 

=. €. 

E. C. R. 
Swiss Relief 
Swiss Relief 
E.C.R 

=. ©. K. 
=... a 

E. C. R. 
Stockholm 


E. C--R. 


Liverpool 
Stockholm 


» OT 


Boston 

New Yorl 

New Orlea 
Beaumont, i°xas 
3eaumont, Texas 
New Orleans 
New Orleans 
Galveston 
Galveston 

New York 
Norfolk 

Norfolk 
Baltimore 

New Orleans 
Baltimore 

New Orleans 
Brunswick, Ga. 


New York 
New York 
New York 
New Orleans 


Ee: RB. 

mB. CC... 
Liverpool 
Glasgow 
Greenock, 
Hamburg 
Havre 
Havre 
Liverpool 
La Pallice 
La Pallice 
La Pallice 
Gothenburg 
W.C.S. A. 
Gothenburg 
Buenos Aires 
Liverpool 


The Plate 
=m. ©. &. 
Plate 
Antwerp 


Scotland 


Cargo 
Food 
Food 
Food 
Swiss 
Coal 
General 


General 
Food 
Gereral 
Food 
Food 
Swiss 
Food 
Refrig. 
General 
General 
Cotton 
Swiss 


Cotton 
Food 
Swiss 
Food 
Food 
General 
General 
Swiss 
General 
Cotton 
General 
Food 
Food 
Swiss 
Food 
Refrig. 
Swiss 


Food 
Food 
Food 


Railway Cars 
General 


Food 


Pine Lumber 


Food 
Food 
Food 
Food 
Coal 


Food 


General 
Coal 


Food 

Food 
Lumber 
Lumber 
Lumber 
Cotton 
Cotton 
Cotton 
Cotton 
Railway Cars 
Railway Cars 
Railway Cars 
Coal 

General 

Coal 

General 
Coiton 


Geaeral 
Food 

General 
Lumber 
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Loading Date 
1ast Half May 
Late May 
End May 
Last Half May 
Mid May 
Late May 
Late May 
End May 
Last Half May 
Mid May 
Prompt 
Early June 
Early June 
Early June 
Prompt 
Mid May 
Late May 
Mid May 
Mid May 


End May 
Mid May 


Mid May 

Last Half May 

Mid May 

First Half May 
First Half June 
Mid May 

Last Half May 


y 
Last Half May 
Prompt 
Prompt 
Mid May 


Prompt 
Prompt 
Mid May 


Prompt 


Prompt 


End May 

Mid May 
Prompt 

Mid May 

Last Half May 
Last Half May 
First Half June 
First Half June 
Early June 
Early June 
Zarly June 
Early June 
Last Half May 
Prompt 

Prompt 


Prompt 
Prompt 


Prompt 

Last Half May 
June 7 

June 4 

June 5 

First June 
First Half June 
First June 
First Half June 
Prompt 
Prompt 
Prompt 
Prompt 
Prompt 

Last Half May 
End May 

Mid June 


Prompt 
Mid May 
May 15 
Prompt 
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No. 26 


EXECUTIVE, with first-class knowledge of industrial traffic 
work, expert in milling in transit, wants position with reliable, 


progressive firm where competence and hard work will be 
appreciated. Best of references and reasons for changing. If 
interested address Executive, care Traffic World. 


TRAFFIC MANAGER AND ATTORNEY with experience of 
eight years in central freight and trunk line territories, two 
years in southeast, one year Pacific Coast, and ten years with 
Int. Com. Com., would locate with chamber of commerce or 


corporation; salary, $4,500. Address Attorney, Traffic eae 


HAMMOND, IND. Chicago. 


On Indiana Harbor Belt R. R. Co. WANTED—Traffic manager by manufacturing concern. Traf- 
fic work light, some traveling. Give full information as to 
experience, age, salary wanted and references. Address Lock 


Storage a Pool Cars = Forwarding Box 743, Uhrichsville, Ohio. 


‘ . 7 WANTED—Position as traffic manager industrial concern. 
Distribution by Parcel Post and Express Fourteen years’ railroad experience with rates, etc. S. S. J. 28. 


our specialty. 


Use our service and escape Chicago congestion. 
Chicago rates apply. 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DE- 
MAND and THE TRAFFIC WORLD is the logical medium for 
getting the men and the positions in touch with one another. 
The rates for classified advertisements are as follows: Five 
cents per word first insertion, three cents per word second in- 
sertion and two cents per word for each additional insertion, 
payable in advance. Answers to keyed advertisements for- 
warded free and all correspondence held in strict confidence. 
THE .TRAFFIC WORLD, 418 South Market Street, Chicago, IIl. 


ee ee oe 7. Po | peng of traffic ie 
work wants position; experienced. If you have anything open 4 A. 
will consider. Address D. P. 275, Traffic World, Chicago. Put an End to 


TRAFFIC MAN wants position, industrial or commercial Shipping Losses 
concern; capable; can produce results; opportunities must be x You can do away with 
good; am going ‘‘over the top” with some business firm. Exp. s : ike = losses, delays, disputes, re- 
BE. D. 251, Traffic World, Chicago. ; j pay sulting from old-fashioned, 

illegible hand- i 

RAILROAD RATE CLERK, with sixteen years’ experience, as a/ perso and pon ee ty 
chief clerk, cashier and accountant; now employed as chief ing bold, plain, readable 
clerk, local freight office, trunk line. Would like to connect : stencil-marking from sten- 
with traffic department of an enterprising manufacturing or cils cut on 
commercial concern, where ability and efficiency are given 


consideration, as proven, and opportuniti f d t 
proven ne A 9 good. inelasenaas “on tiaal” bain The | 1 - Al STENCIL 
.S. M., Traffic World. peda 


WANTED—Executive traffic position with industry or com- “ ii t ? 
— SS ee Lo ed pa a a r and The anak uae we Brn hc ig cea ete gs tl and 
r of Commerce traffic and transportation work. Experi- : : 
enced in preparation and handling of cases before state and gs one F onany nerennete, Ragen ogee Mg | pas, Semivats 
national regulatory bodies. References—any former employer of markings. Any one can Co the work. ¢ IDEAL is dura- 


and others. Address B. B. B. 11, care Traffic World, Chicago. ble, easy to operate and practically trouble-proof. Thousands in 
use by large and small concerns—all giving satisfaction. Every 


teed. 
_ RATE CLERK—Want first-class rate clerk, preferably famil- — oo 
iar wdth iron and steel rates. This is osertuatiy > tan WRITE FOR BOOKLET AND TRIAL OFFER 
connected with traffic department of old established commer- Let us send you our booklet, “Safeguarding Your Shipments,” 
cial concern offering excellent prospects. State age, education, full particulars and sample stencils, free. Write us today. Get 
experience in detail and salary wanted. F. F. F. 47, The Traffic the facts—proof—evidence—and our free demonstration offer. 


World, Chicago. 
IDEAL STENCIL MACHINE COMPANY 


WANTED—By young married man, position as Traffic Man- 20 Ideal Block Belleville, Illinois 
ager or assistant, with industrial concern. Ten years’ practical Sales Offices in Principal Cities 
railroad and industrial traffic experience. Familiar with I. C. C. 
and Canadian regulations. Capable of organizing and con- Sr eremeseasnanaeapapnanantastanasiparagees cag rocsapsmnenonpeanamnapenrernay — —— - 
ducting industrial traffic department. Address ‘“M.,” care & Gre GG MECCURARISC LOUD SHIPMENTS 
raffic orld. , 





- 424% SE . 
4&4: (G24 41,422 484 G7+ 4540 ite Le oie Bet cid Co 
H. GG te Ps Gi! ULELLLE. AZ 


PORTLAND, OREGON 


Ship Us Your Pool Cars for Distribution in the Northwest 


Customs House Brokers FORWARDERS OF IMPORT, EXPORT Marine Insurance 
Pool Cars L. C. L. Freight AND DOMESTIC FREIGHT Traffic Managers 


OREGON-PACIFIC COMPANY 


Ae ny peepee WILCOX BUILDING j Poe 


TANK CARS 


FOR SALE OR LEASE—Approximately 100 SULPHURIC ACID TANK CARS 
15 of which are equipped with 2% Domes. All are of recent construction and 
part of them are practically new. They are now located in Southeast. 
Address, TANK CARS, care of Traffic World, Chicago, IIl. 
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Docket of the Commission 


Note.—Items in the Docket marked with an asterisk (*) are 
new, having been added since the last issue of The Traffic 
World. Cancellations and postponements announced too late to 
show the change in this Docket will be noted elsewhere. 


May 20—Argument at Washington, D. C.: 
or >~ yee Alkali Co. vs. Fairport, Painesville & East- 
ern et a 
9845—Kansas City Bolt and Nut Co. vs. Santa Fe et al. 


tay 5p-emen. Mass.—Examiner Smith: 
57—Boston Chamber of Comeenases et al. vs. Hines et al. 


May 20—Chicago, Ill., Examiner Gerry 

9977—Chicago Live Stock Sisdhanne vs. Atchison, Topeka & 
Santa Fe, Hines et al. 

1. & S. 1118—In the matter of the investigation and suspen- 
sion of live stock loading and unloading charges at Chi- 
a Til. 

21—Argument at Washington, D. C.: 
10329—Rope Paper Sack Bureau vs. Hines et al. 
I. ss 3. 1165—Sault Ste. Marie, Ont., Paper and Wood Pulp 
oO. 
4181—In re allowances to short lines, Chicago & Calumet River 
. R. I. & S. 414, cancellation of rates in connection with 
small lines with carriers in Official Classification territory; 
in re Chicago and Calumet River R. R. 


a ae City, Mo.—Examiner Mackley:, 
10454—Leavenworth Chamber of Commerce vs. Hines et al. 


22—Portland, Ore.—Examiner Pattison: 
1 —Northern Grain and Warehouse Co. vs. Hines et al. 


May 22—New Bedford, Mass.—Examiner Smith: 
10312—New Bedford Board of Commerce vs. Hines et al. 


May 22—Raleigh, N. C.—Examiner Burnside: 
10515—Raleich Chamber of Commerce vs. Hines et al. 
10500—Corporation eee erg of North Carolina vs. A. C. L. 
R. R., Director General et al. 


May 22—Argument at Washington, D. C.: 
10128—Lumber, carload minima. 


May 23—Portland, Ore.—Examiner Pattison: 
8819—West Coast Lumbermen’s Assn. et al. 
Albany R. R. Co. et al. 
23—Chicago, Ill.—Examiner Gerry: 
61, Sub. Nos. 4, 5 and 6—Armour Grain Co. vs. Walker D. 
Hines et al. 
10261, Sub. No. 1—Norris Grain Co. vs. Walker D. Hines et al. 
10261, Sub. No. 2—E. R. Bacon vs. Walker D. Hines et al. 
10261, Sub. No. 3—Quaker Oats Co. vs. Walker D. Hines et al. 
10261, Sub. Nos. 7 and 8—McKenna & Rogers vs. Walker D. 
Hines et al. 
10261, Sub. No. 9—Rosenbaum Bros. vs. Walker D. Hines et al. 
10261, Sub. No. 10—G. L. Dougherty & Co. vs. Walker D. 
Hines et al. 
10261, Sub. No. 11—Mueller & Young Grain Co. vs. Walker 
D. Hines et al. 
a + rpneeene Traffic Assn. et al. vs. Hines, Ann Arbor 
e 
May 26—Albany, N. Y.—Examiner Smith: 
1 (Sub. No. 1)—State of New York, Commission of High- 
ways, vs. Hines, Lehigh Valley et al 
10471—State of New York vs. Hines et al. 
10506—Commission of Highways vs. Hines et al. 
a 4 26—Argument at Washington, D. C.: 
aluation Docket No. 1—In the matter of valuation of the 
property of the Atlanta, Birmingham & Atlantic R. R. Co., 
the Georgia Terminal Co., and the Alabama Terminal R. R. 


vs. Boston & 


Co. 

Valuation Docket No. 2—In the matter of valuation of the 
property of the Texas Midland R. R. 

Valuation Docket No. 4—In the matter of valuation of the 
property of the Kansas City Southern Ry. Co., Maywood & 
Sugar Creek Ry. Co., Poteau Valley R. R. Co., Arkansas 
Western Ry. Co., Fort Smith & Van Buren Ry. Co., Tex- 
arkana & Fort Smith Ry. Co., Kansas City, Shreveport & 

Gulf Ry. Co., Kansas City, Shreveport & Gulf Terminal Co., 

Port Arthur Canal & Dock Co., and Glenn Pool Tank Line. 

Valuation Docket No. 5—In the matter of valuation of the 
property of the Winston-Salem Southbound Ry. Co. 

Valuation Docket No. 6—In the matter of valuation of the 
property of the Elgin, Joliet & Eastern Ry. Co., Chicago, 
a. Shore & Eastern Ry. Co., and Joliet & Blue Island 

y. Co. 


May 28—Buffalo, N. Y.—Examiner Smith: 
10481—Rogers-Brown Iron Co. vs. Hines et al. 
10442—Contact Process Co. vs. P. R. R. Co. et al. 
10420—Donner Steel Co. vs. D. L. & W. R. R. Co. et al. 

May 31—Elmira, N Y.—Examiner Smith: - 

- 10445—Thatcher Mfg. Co. vs. Hines et al. 


June 2—Chicago, Ill.—Examiner McGehee: 
10483—Old_ Dominion Copper Co. et al. vs. Hincs. 
10492—Phelps-Dodge ‘Corporation: et ‘Al. vs. Hines et al. 
June 2—Chicago, IIl.—Examiner McGehee: 
* ee ene. & Arizona Mining Co. et al. vs. Director Gen- 
era 


10453—Exeter Machine Works vs. Hines et al. 

Such portions of 4th sect. app. 4577, filed by Pa. R. R., seek- 
ing authority to continue to charge for my > transportation 
of sand from Millville and Clayville, N. J., Berwick, Pa.,. 
rates which are lower than those Sidacamenmimaedly main- 
tained on like traffic to West Pittston, Pa., and other inter 


June 4—Argument at Washington, D. C.: 

* 10401—The National Fireproofing Co. vs. Hocking Valley et aj, 

* 9695—La Crosse Rubber Mills Co. vs. Baltimore & Ohio R, 

* 9579—Goodyear Tire and Rubber Co. et al. vs. Akron, Canton 
& Youngstown et al. 

* 9579, Sub. No. 1—Kelly Springfield Tire Co. vs. Akron, 
& Youngstown et al. 

* 9579, Sub. No. 2—The Batavia Rubber Co. vs. Erie et al. 

* 9462—United States of America vs. Sumpter Valley Ry. 

June 4—Chicago, Ill—Examiner McGehee: 

* 10595—Inland Steel Co. et al. vs. Director General. 

June 5—Argument at Washington, D. C.: 

* 10062—Badger Lumber Co. et al. vs. A. T. & S. F. et al. 

* Fifteenth Section Application 2065. 

* i ey cor Board of Commerce vs. N. Y. N. H. & 

ta 

* 10263—New Bedford Board of Commerce, on behalf of J. ¢ 
Rhodes & Co., Inc., vs. New England S. S. Co. et al. 

June 6—Argument at Washington, D. C.: 

* 10248—Climax Molybdenum Co. vs. Ann Arbor et al. 

* 10325—Swift & Co. vs. Mo. Pac. et al. 

* — Louis Independent Packing Co. vs. Director Gen- 
eral. 

June 6—Pittsburgh, Pa.—Examiner McGehee: 

* ene Coal Co. vs. Pittsburgh & West Virginia Ry, 
e 

* 10197, Sub. No. 1—Meadowlands Coal Co. vs. Pittsburgh & 
West Virginia Ry. et al. 

* 10197, Sub. No. 2—Waverly Coal and Coke Co. vs. Pittsburgh 
& West Virginia Ry. et al. 

* 10197, Sub. No. 3—Pryor Coal Co. vs. Pittsburgh & West Vir- 

ginia Ry. et al. 

* 10197, Sub. No. 4—Duquesne Coal and Coke Co. vs. Pittsburgh 
& West Virginia Ry. et al. 

* 10197, Sub. No. 5—Pittsburgh Southwestern Coal Co. vs. Pitts. 
burgh & West Viriginia Ry. et al. 

* 40197. Sub. No. 6—Ferguson Coal and Coke Co. vs. Pittsburgh 
& West Virginia Ry. et al. 


June 6—Argument at Washington, D. C.: 

* 10397—E. I. Du Pont de Nemours & Co. vs. Ala. Great South- 
ern et al. 

* 10397, Sub. Nos. 1 and 5—E. I. Du Pont de Nemours & Co. 
vs. Seaboard Air Line et al. 

* 10397, Sub. Nos. 2 and 6—E. I. Du Pont de Nemours & Co. vs. 
Atlantic Coast Line et al. 

* 10397, Sub. Nos. 3 and 4—E. I. Du Pont de Nemours & (Co, 
vs. Macon, Dublin & Savannah et al. 

* 10397, Sub. No. 7—E. I. Du Pont de Nemours & Co. vs. Geor- 
gia R. R. et al. 

* 10397, Sub. No. 8—E. I. Du Pont de Nemours & Co. vs. Nor- 

folk & Western Ry. et al. 


June 7—Argument at Washington: 

* 10333—New Orleans, Natalbany & Natchez Ry. vs. Illinois 
Central et al. 

* 10461—Peerless Coal Co. of Illinois vs. Atchison, Topeka & 
Santa Fe et al. 

* 10461, Sub. No. 1—The Jones & Adams Coal Co. vs. Atchison, 
Topeka & Santa Fe et al. 

* 10287—Globe Elevator Co. vs. 
Western et al. 

June 9—Washington, D. C.—Examiner Brown: 

10227—Electric Railway Mail Pay. 


Canton 


et al, 
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FOR SALE 


Three cars of extra nice number two Oak Ties, 
6x8—8 ft., and two cars of number one Oak Ties. 
L. E. Pearson, Edwardsburg, Mich. 


The New Railroad Legislation 


CLARK ON INTERSTATE COMMERCE 
Consisting of 

Testimony given by Hon. Edgar E. Clark (a member of 
the Interstate Commerce Commission) before the Senate 
Committee on Interstate Commerce. 

Introduction by-Francis B. James (Chairman of Com- 
mittee on Commerce, Trade and Commercial Law of the 
American Bar Association). 

Pomerene-Esch Bill. 

Alphabetical Index to Mr. Clark’s testimony. 

The Introduction covers 28 topics, including among 
others, mergers and consolidations; pooling; competition; 
war expense and Railroad Administration contracts; issue 
of securities; diversion of funds; adequate revenue; Fed- 
eral and State Commissions; reconstruction of Interstate 
Commerce Commission; utilization of waterways and 
weak roads. More than half of the Introduction is de- 
voted to ‘‘weak roads” problem, including therein Mr. 
Warfield’s.plan. Cloth binding. Price, $3.00 delivered. 
Ready for delivery May 10, 1919. Published and for sale by 


JOHN . BYRNE & CO. 
715 14TH ST., N. W., WASHINGTON, D. C. 
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TRAFFIC ORGANIZATIONS 


THE NATIONAL INDUSTRIAL TRAFFIC LEAGUE.—Object: 
the object of this league is to interchange ideas concerning 
i¢ matters, to co-operate with the Interstate Commerce 
Commission, state railroad commissions and transportation 
companies in promoting and securing better understanding by 
the public and the state and oo. overnments of the needs 
of the traffic world; to secure pro egislation where deemed 
, and the ‘modification o present laws where consid- 
ered harmful to the free interchange of commerce; with the 
view to advance fair dealing and to promote, conserve and pro- 
tect the commercial and transportation interests. 
Headquarters—Tacoma Bldg., 5 North La Salle St., Chicago. 


G M. Freer ......... emai +e 
Manager Traffic Department, “Cincinnati Chamber of 
merce and Merchants’ Exchange. 


. Sangster........ occeccceccese ViCO-President 
. 2 cseetaaion Commissioner, Kansas City Chamber of 
Commerce. 


Oncar F. Bell Secretary-Treasurer 
M. = Company, 836 South Michigan Avenue, Chi- 
a ; 


BE. F. Lacey Antietont Secretary 
5 North. La Salle Street, Chicago, _ 7 we 


MANUFACTURERS’ ASSOCIATION, In Charge of Traffic of 
industries Located at Steriing and Rock omen im. 


A. N. Bradford 
AV Dillon 


ve 


am correspondence relative to ~ovemees of traffic to or from 
Sterling and Rock Falls, Ill., should be addressed to the Traffic 
Manager, General Offices, Lawrence Building. Sterling, Til. 


WE LEASE TANK CARS 
ALL STEEL MODERN: EQUIPMENT 


LIQUIDS DESPATCH LINE 


Phone Canal 3400 2500 S. Robey St., Chicago, Iil-. 


WELL STRAPPED BOXES 
CONSTITUTE DELIVERY INSURANCE 


THE TRAFFIC WORLD 


CUNARD 
ANCHOR 
ANCHOR-DONALDSON 


QUADRUPLE SCREW TURBINE 
Length 901 Feet + Breadth 97 Feet + 47000 Tons. 


UNEXCELLED SERVICE 


RK-AVONMOUTH NEW YORK- ~L.eeeew 
RK-LIVERPOOL 
YORK—MEDITERRANEAN 
BOSTON-LONDON 
MONTREAL-GLASGOW 
PORTLAND-LONDON ONTRE 
PORTLAND. GLASGOW 
RATES to Irish, English and Scotch points via Liverpool, London, Glasgow 
or Avonmouth, a to Mediterranean points via Genoa, Naples or 
iraeus, quoted on application. 
BFRIGERATOR SPACH FOR EVERY PURPOSE 
For tena as to rates, er Ye etc., and for booking arrangements, 
apply to 
MPANY’S OFFICES. 
21-24 State Street, Battery Park Building. 
126 State Street, Cunard Building. 
140 No. Dearborn Street, Cunard Building 
Cor. 3d St. and 2nd Ave. So., Metropolitan Life Bldg. 
270 Main Street, Scott Building. 
oa Walnut Street 
107 East’ Baltimore Street. 
712 Smithfield Street, Chamber of Commerce Bldg. 
po a Street, N. W. 


Cor. Manet and First Streets, Cunard Building. 
622 MGractitign Street, West. 
Fa Robert Reford Co., Ltd., 23 St. Sacrament St. 
The Robert Reford Co., Ltd., 1 India St. 


ACME 
“DOT EMBOSSED” 
STRAP 


SHIPPERS ARE KEENLY ALIVE TO THIS— 
THE RAILROADS ARE INSISTING UPON 
STRONG SUBSTANTIAL CONTAINERS. 


300 feet to a coil 
20 coils to a case 


IN HOLDER 
READY TO USE 


ina & 


USE ACME STEEL BOX STRAPPING 


ACME BARBED BOX STRAPS 


ACME 
NAILLESS 
METHOD 

STRAP 
FOR FIBRE 
CONTAINERS 
AND LIGHT 


™ VENEER CASES 
NEAT, DEPENDABLE SHIPPING CONTAINERS 


SPECIAL TOOLS-and SEALS for APPLYING “NAILLESS STRAP” SAVE TIME and LABOR 


Acme Steel Goods |Company 2834-40 "Archer Avenue, Chicago 


Branches: NEW YORK, ATLANTA, MONTREAL, LOS ANGELES, SAN FRANCISCO, NEW ORLEANS 
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DIRECTORY OF TRANSFER AGENTS, FREIGHT FORWARDERS, WAREHOUSEMEN, 
CUSTOM HOUSE BROKERS, ETC. 


Cee ee aa a 


Spencer Transfer, North Carolina 


(Largest Freight Transfer Station In the South) 


For quick service to the Carolinas and u uppe per Georgia 
pool cars to us for distribution. rough mer- 
ise cars loaded out daily for this entire territory. 


Acme Transfer & Storage Co., Inc., of New York 


H. N. McEwen, Resident Manager. P. O. Salisbury, N. C. 


DECATUR, ILLINOIS 
“The Heart of Illineis” 


Gives quicker service by steam and electric lines 
to all Central Illinois. 


PARKE & SON CO. 


Members Am _ ican Chain of Warehouses 
STORAGE TRANSFER FORWARDING 


Western Transfer and Storage Co. 


220 TO = STANTON. ST. 
L. PASO, TEXA 
FOR RDERS AND DISTRIBUTORS 
DISTRIBUTION CARS A SPECIA 


WO WAREHOUSES ON ———- 
The only ROOF storage in Hl 


Cut Rate Package Car Service from Seaboard Territory 


Gordon Fireproof Warehouse & Van Co. 


219-23 North 11th Street, OMAHA, NEB. 
6 Warehouses on Track—4 Sprinkled 


Insurance Rate, 20c. Trackage Space, Two Blocks 
General Transfer and Forwarding 


Buffalo Storage & Carting Co. 
$50 Seneca St., Buffalo, N. Y. 


Storage, Transfer and Forwarding 
Warehouse on New York Central Tracks 


The Wiley & Nicholls Co. 


UNITED STATES BONDED WAREHOUSES AND 
GENERAL STORAGE-DISTRIBUTORS 


Warehousemen and Forwarding Agents. Drayage and 
Heavy Hauli a snoceny- Fireproof Warehouse Low- 
est Insurance te in City. 

GALVESTON, TEXAS 


OAKLAND CALIFORNIA sacramento 
POOL CAR SERVICE 


LAWRENCE WAREHOUSE @ 


CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canal Street, near Taylor Street 


Teaming of Every Description—City Delivery Service 
and Carioad Distributors 


RESHIPPING WAREHOUSE 
F. W. HAGEN & CO. 1131 EAST TITH STREET 


66 Car Swith CHICAGO, ILL. Capy, 1000 Can 
New Chicago, IIL, 
Il. Cent. Main june 
Gant Gos, &.. Sta. | Chicago, Ill., Sta. 
L. C. or Nickel Plate Delivery Belt Ry. By of Chgo. ar BJ. eS aes 
Ample Private Car Switch and Lake Michigan Dook Faciliti 
t Rates Protected 


and Chicago Freigh 
GENERAL MERCHANDISE STORAGE, TRANSFERRING 


Carolina Storage & Distributing Co, 
Raleigh, North Carolina 


We store and distribute all classes of freight. Modern 
brick warehouse located on railroad tracks. Pool car 
distribution a specialty. Being centrally located, Raleigh 
is the most logical distributing point for the Carolinas. 


LINCOLN, NEB. 


Best Distribution Point In the West 
Merchandise in car lots ge eg to all ints. House- 
hold goods assembled and shipped in car lots at reduced 
rates. Cars sent to our warehouses without charge. 


GENERAL Beavis AND STORAGE 
Fireproof Buildings— pace, 7 cars. 
Service—the feandation « our success. 


CARTER TRANSFER & STORAGE CO., 8th and Q Sts. 


ST. JOSEPH TRANSFER CO. 
‘*PONY EXPRESS’? 
ST. JOSEPH MISSOURI 


MERCHANDISE STORAGE WAREHOUSE. 
CARLOAD AND L. C. L. DISTRIBUTION. 
PROMPT SERVICE GUARANTEED. 


CINCINNATI, OHIO 


Consignments of freight in carloads or less for Cincinnati 
and points beyond solicited, at reasonable rates. 


The moving and placing of heavy machinery a s,ecialty. 


THE CINCINNATI TRANSFER CO. 


Correspondence Solicited. Established 1859. 


ROCHESTER, NEW YORK 


General Storage Forwarding Carload Distribution 


Excellent facilities for reshipping without costae. Insur- 
ance rate 12 cents. Members of American arehouse- 
men’s Association and American Chain of Warehouses. 


Write for particulars. 
B. _ R. & P. WAREHOUSE, Inc. KING and MAPLE STS. 


CINCINNATI, OHIO jocit sok Fast cod Wes 
J. C. Buckles Transfer Co. 


SAVE THE DIFFERENCE 


Prevailing a er freight rates means greater difference be- 
tween carload and less carload rates than heretofore. 


Send us your, mined cerlots North, South, East and West 


Leuisville Public Warehouse Co., Inc. 


LOUISVILLE, Ky. 


Accumulators and Distributors of All Classes of Freight 
Have COMMERCIAL FREIGHT DEPOT Center 
of City, Storage. Traffie and Transportation Depts. 


ay 24, - 
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Corporation Positions at Big Salaries 
Now Being Filled by Freight 
Transportation Experts 


New Call for Trained Men 


The traffic managers of America’s big shipping and 
manufacturing concerns are now being promoted to 
positions as officers, directors and stockholders of 

corporations. 

Not long ago the Traffic Manager of the Sim- 
mons Manufacturing Co.. Kenosha, Wisconsin, was 
made an executive officer of the corporation. 

The Traffic Manager of Armour & Co., Chicago, 
recently became president of a well-known manu- 
facturing concern. 

Such promotions as these are occurring almost 
every day in the great profession of traffic manage- 
ment. And they will occur more frequently in the 
future because of the daily increased importance 
of traffic men in directing the immense and grow- 
ing streams of American commerce. 


Government Control Increases Demand 


Not long ago a shipper in South Chicago was 
surprised to receive a bill from the railroad com- 
pany charging him $1,500 demurrage. He protested 
that he had incurred no such debt as this and 
asked for an explanation. 

The freight department. of the road promptly 
pointed out to him a new demurrage rule which 
had been put in force by the United States Rail- 
road Administration under which he had, without 
knowing it, run up a demurrage charge for that 
amount. A traffic expert could have saved him 
at least $1,000 on this item alone. 

Government control of the railroads and steam- 
ship lines has brought up scores of new problems 
that seem complicated to the untrained man, but 
simple and easy enough of solution to the expert. 
And this condition will prevail whether or not the 
government decides to retain control of the rail 
and ship lines after the present emergency. 

Hundreds of corporations producing all sorts of 
merchandise have freight charges running $5,000 a 
month and up. One Detroit concern pays Fifteen 
Millions of dollars annually in freight bills. There 
are thousands of new corporations entering busi- 
ness yearly and practically every one of them needs 
a traffic department. The most intense commercial 
activity is under way in this country and the sup- 
ply of traffic experts is farther than ever from 
meeting the demand. Ambitious men will heed the 
call and train themselves in traffic management to 
take care of this vast new trade. 


These Men Know 


The traffic trained man has been a necessity to 
shippers and railroads for many years. Today he 
is the man on which all transaction of business 
depends and he is assuming control of the corpora- 
tions themselves. Such opinions as these show the 
future of this great profession: 

“T look for the possible (and probable) retention 
of the railroads by the government to create a wider 
field for the traffic man.”—C. J. Wilson, Traffic 
Megr., Charcoal Iron Co. of America, Detroit. 

“My own opinion is that there will be a great 
need for competent traffic men now and in the 
future; by that I mean traffic men who are weil 
educated on all questions pertaining to traffic.””— 
C. A. Blood, Traffic Mgr. Lehigh Valley R. R. Co. 
under U. S. R. R. Administration. 

“The need of good traffic men will be gcreater 
than ever.”—R. C. Conn, Gen. Traffic Mgr. Buick 
Motor Co., Flint Mich. 

“It is my opinion that under the government 
operation of transportation lines there is greater 
need than ever for competent traffic men, and that 
this situation will be strongly emphasized in the 
future.’”—W. S. Whitten, Sec. Lincoln Commercial 
Club, Lincoln, Nebr. 


Become a Traffic) Expert 


Start now to prepare yourself for one of these 
big salaried positions. Through membership in the 
American Commerce Association you can become a 
“Certified Traffic Man” with your name registered 
in our Promotion Service Bureau. The practical 
plan of training consists of working out type traffic 
problems until you have met the required standard 
of efficiency. .This work may be done at home in 
your spare time. The training is easy to master. 
Everything is made perfectly plain. The instruc- 
tion is given entirely by mail, and is adjusted to 
beginners as well as those who have had experi- 
ence in traffic work. 

Every member of the American Commerce _ Asso- 
ciation receives the help of its Staff Members— 
such men as H. G. Wilson, South American Mana- 
ger, Mayer & Lage, Inc., New York City; T. Albert 
a." Traffic Manager, Corn Products Refining Co. 

E. Mayer, Traffic Manager, ar & Webster En- 
pA “Corporation, Boston; C. McCain, Chair- 
man Trunk Line Association, New York; Fred H. 
Behring, General Freight Agt., Southern Railroad 
Co.; Samuel G. Lutz, Gen. Traffic Mer., Chi. & 
Alton R. R., and hundreds of others of equal 
prominence. 


Send for Free Book 


Write today for the American Commerce Asso- 
ciation book which explains in detail the method of 
instruction and how anyone can prepare himself 
quickly and easily to enter this great profession. 
It telis of the big opportunities for traffic trained 
men and what others have accomplished as a result 
of the study. State your age and occupation and 
whether or not you have had traffic experience. 


AMERICAN COMMERCE ’ASSOCIATION 


Dept. 24-F, 206 S. Wabash Avenue 


Chicago, Ill. 
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